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Data availability and the development of skills constitute the essential 
basis for any form of economic co-operation. Hence this paper will briefly 
outline UNCTAD's experience in establishing maritime information systems in 
shipping and ports, as well as a complementary system developed by ESCAP 
(PORTMIS) in order to promote the usefulness of possessing accurate data to 
establish or strengthen regional co-operation in the Indian Ocean. It will 
also summarize UNCTAD's activities in setting up regional martime training 
facilities in the Indian Ocean as a prerequisite to reinforcing maritime 
co-operation.

1 • Information systems

Implementing co-operation in improving maritime and multimodal transport 
planning and operating requires a comprehensive system of statistics that can 
be used on a regional and national basis.

Maritime statistics covering shipping and port services have two basic 
functions; firstly to monitor daily operations in order to improve efficiency 
and secondly, to establish trade trends for future transport development in 
shipping, multimodal transport and ports in relation to changing cargo flows 
and mix, trade routes, new ship types and cargo handling technology.

The process of collecting and disseminating maritime information often in 
practice is basically a national endeavour carried out by central statistics 
agencies and/or port authorities. Consequently, the information differs 
widely in scope, adequacy, codes, format, main definitions and other details 
which eventually impair their homogeneity and cross comparison. This 
situation creates a serious impediment in the process of efficient planning 
and implementation on the regional, subregional and national levels.

To ensure compatibility, an integrated/uniform approach for collecting 
and compiling maritime data should be developed. This could take the form of a 
regional maritime information system which would secure continuous links 
between national sources at selected areas of maritime transport in the 
respective countries and a regional electronic data processing facility. Date* 
at the national sources would be compiled according to standardized 
procedures, and then processed at a central regional facility to provide the 
output on a periodic or ad hoc basis.

The system which would be tailored to fit the conditions currently 
prevailing in the countries of the region should be designed in such a way to 
maintain a high degree of modularity and flexibility. Data would cover ship
traffic and cargo flows, number of door-to.door bills of lading and other
bills of lading, and other relevant data such as port facilities, inland 
container depots, operations, labour and costs. On the output side, a set of 
indicators would be developed to keep certain aspects of interest under 
constant review in order to highlight possible deficiencies at an early stage. 
In this connexion, tribute should be paid to the extensive efforts made by 
ESCAP and the U.N. Statistical Office as well as the Government of Norway in 
the promotion of the so-called Uniform System for collecting economic 
statistics of shipping. The suggestions made here for the development of a 
regional maritime information system should of course be fully compatible with 
and integrated in the Uniform System.
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f. Shippers' organisions: Reliable statistics arc essential in promoting 
co-operation between shippers and conferences. To avoid liner conferences 
fixing rates and conditions without meaningful consultations with shippers and 
the provision of acceptable and comprehensible evidence in justification of 
rate increases, shippers must be in a position to negotiate on a sound basis 
which means relying on shipping and port statistics. I his consultation 
machinery is incorporated into the mechanisms of the United Nations Convention 
on.a Code of Conduct for Liner Conferences.

In effect, a full-scale maritime information system of this type, on a 
regional basis, will enable participating governments, institutions and 
o rg a n i z ati ons to:-

determine the origins/destinations of foreign trade
- quantify the volumes by commodity classification, packaging and 

frequency
- measure the efficiency of services provided by shipping services, 

by shipping companies and port facilities
measure the shift from port-to-port traffic, to door.to.door traffic
determine national flag and other countries' participation in foreign 
trade
analyse the fleet mi x/characteristies of vessels utilizing 
regional/country ports

in order to be able to:
- negotiate better rates/services with maritime carriers and 

conferences
- examine trends for maritime transportât ion and supporting 

infrastructure
- better forecast capital budget requirements for transportation 

services
- co-ordinate regional transportation planning and avoid duplication 

of facilities/services.

This latter point relates directly to the proposals for economic 
co-operation suggested in the Programme of Action as outlined above..1/
Such data could provide the quantitative basis for considering institutional
arrangements for co.operation in shipping, ports and multimodal transport.
Such arrangements, for example in ship ownership and financing could include 
multinational shipping or multimodal transport companies or joint ventures, 
joint investment funds, grouping of ship orders, standardisation of equipment, 
joint compensatory assistance funds to promote regional shipping lines and 
MTOs; in ship management, operations and manning such arrangements could 
include joint services, joint chartering or the pooling of operations, cargo 
pools, exchange and pooling of crews, liner conference services among 
developing countries.

Further arrangements for ports could include the development of 
transhipment ports and feeder services, the harmonization of port statistics 
and port tariffs, joint dredging and salvage operations and joint training 
schemes.

.1/See TD/B/C. 4/273 .



UNCTAD has successfully implemented such a maritime information system in 
the Caribbean within the framework of the Uniform System. In effect, before 
the system was introduced in 1982, the lack of suitable statistical 
information on maritime transport was recognized as a major problem in the 
development of trade in the region. Caribbean countries heavily depend on 
seaborne trade for their development. UNCTAD established a Maritime 
Information System (MIS) to provide governments and national, and port 
industries with comprehensive, accurate, regular and comparable statistics 
about the operation and performance of merchant ships, both national and 
foreign.

This data was required by users to serve as the basis for rational 
decision-making regarding: the development of shipping policies and of 
merchant fleets; to improve national/regional participation in shipping 
services i.e. more equitable control of regionally generated trade; hence for 
the promotion of shippers' interests and finally for monitoring and improving 
port efficiency and for port planning and investment.

Specific reasons motivated the introduction of such a MIS in the Caribbean 
region. The compilations of commodity flows derived from international trade 
statistics was not an ideal approach to the production of shipping 
statistics. Existing trade statistics were reported in which the definition 
of partner countries was not uniform and it was unclear in any given case 
whether a partner is a country of consignment, production or consumption and 
whether it is an import or an export. Freight movement statistics, on the 
other hand, identify and reflect transport of goods as close as a port-to-port 
basis and identify the type of ship and its character!stics for each 
consignment.

Statistical analysis constitutes a fundamental source of information to
support the decision.making process. The basic inputs for statistical
analysis of the shipping industry can not be acquired directly from ship 
owners but must be obtained through the processing of documents routinely 
filled—out for maritime transport. Due to the constraints recognized in the 
area on the availability of basic data, the MIS includes the ability to obtain 
a reliable perspective on demand patterns for maritime cargo transport and the 
characteristics of ships engaged in such. The system extends gradually and in 
harmony with the different levels of technology and resources available in 
each country.

Compatibility was considered especially important because it is the only 
practical means for tracing vessel and cargo flows, and then shipping 
statistics can be understood and used in many countries. The statistical 
system must be implemented by individual countries having widely different 
administrative environments and practices; the degree at which uniformity can
be achieved is the result of compromise, as absolute uniformity cannot be 
imposed. The essential feature of the system was then uniformity based upon 
two basic criteria: the use of a standard commodity classification to define 
what is being transported and the linking of shipment to vessels in which they 
are carried.

With regard to the methodology adapted, after a fact-finding and 
investigative period, having consulted all users and regional organizations 
and bearing in mind the experiences derived from previous info system 
development within and outside the region, the methodology proposed and 
accepted was:

1.1. Maritime Information system in the Caribbean Region



a. A focal point to process the data submitted by the countries and generate 
the tabulations on a national and a regional basis;

b. A network capturing and preparing the data composed of national shipping 
statistical offices and utilizing the manifest, the vessel declaration and 
international registers containing ship technical characteristics (such as 
L1o yds) a s sourc e d o cu me nts;

c. Commodities to be identified by means of a uniform code compatible with 
the Standard International Trade Classif ication (SIT'C). I he Information 
System adopted the Maritime Transport Classification as sponsored by UI\1S0;

d. Each shipment to be linked to the vessel in which it is carried;

e. Information produced by the system derived from basic data on commodity 
movements, ship movement and ship characteristics. Data are then 
transcribed from the source document onto a worksheet that facilitates 
entry. Next, the data are transferred onto diskettes to be dispatched for 
submission to a central processor for error checking and validation. Once 
the listing of errors has been produced, it is corrected by the 
countries. All the data submitted is compiled in master files for each 
country, allowing the computer software to process the outputs and 
generate tabulations. One validation programme and 12 processing 
programmes generate 2.2 tabulations that reflect the users' needs for 
maritime transport informat ion;

f. Further development of the system has allowed the countries to prepare 
tabulations on a national basis, utilizing the computer software 
application package produced by the project. This is a part of the system 
development encouraged by the project to allow countries to be 
self-reliant in the production of their national shipping and port 
statistics. Gradually all member countries will achieve this condition 
and the central point will only have to assemble regional tabulations.

It should be noted that the implementation of a similar information system 
is presently under negotiation with ECWA countries.

1.2. Uniform System of Po r t Statisticsand Performance.Indicators

Since 1978 UNCTAD has developed a complementary management information 
system more specifically to improve port efficiency and planning. In effect 
after producing management studies to improve managerial capabilities in 
developing country ports?./ it was felt that port managers needed current and 
accurate information on port operations. Further to the report on Port 
Performance Indicators?./ UNCTAD has produced a Uniform System of Port 
Statistics and Performance Indicators.!/ This system was published m

^Technological change in shipping and its effects on ports 
( T'D/B/C. 4/129 and Supp. 1-6.

3/Sales Publication E .76.11.D .7.

! / U I\1 CT A D / S HIP /18 5 / R e v . 1.
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the form of a manual to give sufficient guidance to enable participating port 
authorities and cargo handling enterprises to prepare uniform statistical 
information and to present standard performance indicators.

1 he system was implemented in Africa in two stages; West and Central 
Africa and subsequently East and Southern Africa in association with EGA, and 
in collaboration with the two respective Port Management Associations. The 
World Bank and the United Nations Statistical Office gave their support to the 
proposed system.

I he statistical scheme which was developed is characterized by three major 
features:

i) it is a system of operational statistics allowing the development of 
a set of performance indicators for monitoring port performance.

.ii) it is a system developed for implementation by a central statistical 
cell or department; the input information has to be supplied by 
organizations or firms which are either external or belong to the 
port authority, (for example stevedoring companies, cargo-handling 
firms, the harbour master's office, ships' agents, and any other 
port-related body disposing of port operational information).

iii) it is a system which is based on the notion of selected data 
processing. A limited number of performance indicators are 
automatically processed and made available. The amount of data 
collected is much more extensive. However this information will only 
be analysed whenever a specific request is put forward. For example, 
as a standard indicator the port productivity per vessel call is 
calculated. For every ship calling this value will be available and 
per month an average value as well as a frequency distribution can be 
presented to the port authority's top management. However, the 
productivity obtained in the handling of bagged cargo working from 
ship into barge during a certain month is a performance figure that 
will not be produced unless specifically requested. The statistical 
scheme has however the potential to provide such information on a 
vessel call basis, for whatever time period this may be required.

As a result the port introducing the proposed statistical system will 
dispose of a considerable amount of information when needed, without being 
burdened by time-consuming and ineffective analyses, as it provides for a 
selected number of PRIMARY INDICATORS which allow the port management to 
monitor performance. When further information is required on the why, when 
and how of the results shown by the primary indicators the selected data 
collection technique allows the port statistical cell to produce all the 
additional information, which can be classified as SECONDARY INDICATORS.

The manual consists of two major parts: the first part presents the 
statistical system, the forms developed and the instructions for their 
completion. In this first part, and with a view to facilitate the filling-in 
and processing of the forms, a set of codes was included. In the second part 
of the manual, sets of practical exercises were included which were developed 
to assist the port statistical officers in the introduction of the system, and 
to be used to train personnel from the statistical units.
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I ho system was purposely limited to the following main port operational 

aspects:

(i) "the cargo handling services provided between ship and shore 
(c o nv en ti ona1/bulk/container)

(ii) the relation between total port traffic and berth throughput

(i i i) the b e r t h o c c u pa t i o n

(iv) traffic statistics on container movements

I he transit storage and warehousing function and the delivery and receipt 
of cargo are excluded as is the port navigational service.

Also the system was limited initially to port operational indicators, with 
an expansion to equipment maintenance information and financial indicators a 
logical second and third step following the successful implementation of the 
operational indicators.

I he system is based on manual collation and compilation of statistics, but 
microcomputers could be used to analyse and prepare statistics from the 
information collected on appropriate forms for computer processing. It is 
important to stress in this connexion the fact that the major difficulty of 
any statistical scheme is the timely as well as the accurate collection of 
data.

I he main objectives of the system are to provide a management tool for 
improving port efficiency and for establishing long-term port development 
plans. Co-operation among ports in this respect could take the form of 
analysing the cargo flows in order to possibly establish the most rational 
distribution system with a view to setting up transhipment ports and 
corresponding feeder systems. Furthermore reliable port data and performance 
indicators enable services to be monitored in order that action can be taken

to avoid port congestion surcharges (often unilaterally imposed on a range of 
ports by conferences), demurrage payments (often unilaterally imposed through 
lack of adequate data to prove the contrary) and even general freight rate 
increases on trades serving a range of ports. They also enable authorities to 
monitor utilization of labour (through productivity), facilities and 
equipment. They could also serve as the basis to fix port tariffs at an 
appropriate level, with a more simplified and harmonized regional tariff 
structure which would ease the calculation of transport costs for shippers.

1.3. PORTMIS

PORTMIS is part of ESCAP's long term strategy to improve the efficiency of 
ports through more effective management. First discussed at an Expert Group 
Meeting held in Bangkok in duly 1976 the project was approved by the ESCAP 
Commission at its thirty-fourth session in 1978 and became part of the 
Division for Shipping, Ports and Inland Waterways Development Programme for 
1979/80.

Aimed at assisting management decision.making through more effective
presentation of information, the PORTMIS skeletal model proposes the setting 
of specific quantified financial and operational management objectives. 
Management information can then be precisely tailored to monitoring the 
attainment of the set objectives, saving management from being swamped by 
masses of raw data.



Ouch a system would servo dec i s i on mak i r u j on planning and operaliorial 
activ i t i.os <d the national. and regional, levels thus contributing to I bo 
rationalization of’ these decisions and the- consistencies of the results 
derived thereof. in addition the homogeneous data base would allow for a 
meaningful and easy cross comparison of trade and cargo flow data among 
participating countries as well as with respective internal.ional data. The 
system envisaged would allow for an appropriate training component of national 
staff with view to securing efficiency and continuous development. Moreover 
the system ensures the introduction of advanced technology in a regional 
scheme which would otherwise prove to be costly if introduced separately by 
individual countries.

The application of data provided by such a regional system would enable 
government agencies, development agencies, port authorities, shipowners, MTOs, 
and shippers to generate comparable data, identify trends, monitor activities 
and, most importantly, improve co-ordination of present activities and 
subsequently plan future transport projects. For example:

a. Government departments: Maritime statistics can be used to analyse the 
role of shipping/ports within the national economy. Specifically, the data 
can be used for capital budget/allocation decisions that are related to
inf restructure investments and for monitoring the effect of shipping 
"invisibles" on the balance of payments. Also, a Maritime Information System 
(MIS) would be useful to Freight Study Units that are often working on 
national maritime policy, providing foreign trade organizations with data for 
freight negotiations, route analysis studies, and the promotion of shipping 
and multimodal transport services.

b. Development agencies: Maritime statistics are essential for developing 
export marketing strategies, supporting fleet development planning, and 
identifying short-/long-term trends in the direction and composition of 
foreign trade.

c. Port authorities: Statistical data and other tools are used for 
development/planning, improving port operations, efficiency indicators, and/or 
measuring the effect of import/export trade on interior transport modes. 
Specific data input/output would identify ship characteristics, vessel 
frequency, port time, cargo flow/mix and port peformance indicators. (Such a 
set would include essential day-to-day management indicators such as labour 
and equipment productivities and idle-time ratios, ship turnround times, port 
productivities, berth occupancy, berth throughput and port traffic, as well as 
the corresponding financial indicators).

d. Shipping companies: National flag carriers can use maritime data for 
fleet investment decisions and for marketing. For the former, cargo data can 
enable managers to determine the most appropriate size/type vessels for a 
given trade, forecast trends, establish service requirements and develop 
efficient schedules. For the latter (marketing), shipping information can 
enable carriers to identify marketing trends, new sales opportunities, 
competitive position, and pricing tactics.

e. Multimodaltransport operators: National or sub.regional MTOs can use
data (particularly that relating to the door-to-door/al1 bills of lading 
split) for determining route traffic potential and for marketing. The most 
appropriate types of containers can for example be selected.



With increasing capital investment in ports die growing importance of
international trade, it is critical to developing countries to utilize their 
assets to the full. PORTMIS is a step in that direction.

The PORTMIS model which was developed with, financial assistance from the 
UK was reviewed at the Second Session of the Chief Executives of Port 
Authorities Meeting at Bangkok in December 1981 when it was proposed that the 
PORTMIS model be implemented at a port of the region to demonstrate its 
practical application. This idea was further supported by an Expert Group 
Meeting convened in February 1982. Several offers of facilities and 
assistance were made to the secretariat by ports wishing to participate in the 
proposed implementation, and Port Kelang in Malaysia was chosen for several 
reasons including a full range of cargo handling facilities was present at 
Port Kelang including conventional operations, bulk and specialized container 
facilities; both stevedores and longshoremen were directly employed by the 
port (many ports use contract stevedoring companies); the port was soon to 
install computer facilities which necessitated a remodelling of existing 
reporting systems. Additionally, Port Kelang had a progressive management 
team willing to modify existing systems and practices to improve efficiency.

With regard to the implementation of PORTMIS detailed monthly objectives 
were set by the secretariat for the consultants to achieve and the 
implementation programme began with a presentation by the secretariat and 
consultants to the management of Port Kelang in July 1982. Implementation 
during the first five-month period progressed very smoothly with deadlines 
being met and objectives achieved. The highlight of this first phase was the 
development of a new chart of accounts which allowed detailed ana'laysis of 
revenue and costs by service area or cost centre.' The system was developed on 
a computer compatible format and, in fact, was computerized and implemented in 
January 1983 at the commencement of the financial year. Extensive training of 
user staff (almost 6,000) was undertaken during the run-up to "going live."
The model chart of accounts will form the basis of a standard costing and 
pricing system the secretariat proposes to develop for ports of the region.

During the second phase of implementation the counterpart staff continued 
their "on-the-job" training under the guidance of the consultant. Highlight 
of this implementation phase was the establishment of new stores control 
procedures, capital projects evaluation system, and integrated operations, 
statistics and billing system, and a port corporate plan. All these systems 
conformed to the PORTMIS recommendations and many of the reporting formats 
published in the model system were utilized.

During the implementation, detailed "information system packages" have 
been developed which will, with further refinement, form the basis for further 
implementation at other ports. Each package relates to a specific management 
function, for instance, finance, engineering and operations among others.

With regard to the related training activities over the total 
implementation stage of the project, counterpart staff have been trained in 
specialized areas of the PORTMIS system. These persons have since provided a 
valuable resource in the region by acting as a d hoc advisers to other ports 
and lecturing at seminars and training workshops organized by ESCAP, including 
the two regional and four country-level workshops which have been organized 
under this project.



An important integral part of this project has been regional training and 
dissemination of -information on the project's progress. Through this, other 
pot ts/countries can implement the scheme under ESCAP guidance and perhaps, 
more importantly, using the models developed, begin implementation themselves 
as has been the case with Taranaki Harbours Board, New Zealand. Additionally, 
both the World Bank and Asian Development Bank now use the model PORTMIS as 
basic reference and guideline for its project offices thereby further 
publicizing the scheme. Under two separate projects, PORTMIS schemes are to 
be implemented in Bangladesh and Papua New Guinea with World Bank and Asian 
Development Bank funding respectively.4

Insofar as the extension of PORI MIS is concerned and subsequent to the 
successful implementation of PORI MIS at Kelang, other countries have shown 
great interest in implementing several of the PORTMIS packages and the 
secretariat is providing assistance and guidance. Previously a heavy emphasis 
was laid on financial orientation of the information system and integration of 
financial and operational statistics, in the next phase operational 
i equii ements, particularly related to containerization, will be focussed upon.

In addition to the extension of PORIMIS, follow.on specialized projects
have been identified which the ESCAP secretariat is now implementing.
11'1 u d e d in these p r ejects a re two o f p a r t i c u 1 a r i n t e r e s t w h i c h r e 1 y h e a v i 1 y
on regional co.operation and TCDC. One project focusses on the development of
a Model Port tariff Structure with standardized definitions and nomenclature 
for services. the other project will bring together regional experience and
know.how on appropriate computerization for ports and the project includes the
exchange of computer personnel and software.

2• ’ Training.in MaritimeTransport

The UNCTAD secretariat considers training to be one of the effective ways 
of implementing global policy issues resulting from its mandate and subsequent 
international agreements elaborated to reduce costs and improve mechanisms of 
i n t e r n a t i o n a 1 t rad e .

training efforts have therefore concentrated on shipping, ports and 
multimodal transport and are briefly described below for delegates at this 
Conference to ascertain their interest to support and further develop such 
training schemes to improve the efficiency of maritime transport.

2.1. TRAININGin t h e '70s
During this period most of UNCI AD's maritime transport training activities 

were aimed at the upper middle and senior management levels. This was done 
deliberately. Since the number of people that could be trained was limited it 
was believed that the more senior the manager the greater the likelihood that 
he would have the necessary authority to initiate and introduce changes in 
administrative and operational procedures.

During this period UNO'I AD conducted nine senior management training 
courses each of approximately two months duration, plus about 30 shorter, more 
specialised seminars on such subjects as port operations, port planning, port 
statistics, etc. Since 1972 some 800 managers have had the opportunity of 
participating in an UNCTAD port course or seminar, in addition to which there 
have been courses and seminars on various aspects of shipping policy, 
operations and maritime legislation.
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But these training programmes were expensive arid not easy to organize, and 

they could not be carried out on the large scale necessary to attack the heart 
of the problem. There are about 40,000 managers in developing countries' 
ports, over 90% of which could be classified as middle and junior management. 
Most of these are involved in the management of cargo handling. Shipping 
companies in developing countries account for another 25,000 managers and the 
number is growing with the industry.

Because of the numbers involved it is clear that training can only be 
provided by the developing countries themselves through training deparments 
within the industry or through specialised training institutes at the national 
or regional level. Since few countries were in a position to meet the demands 
of this type of training, UNCTAD has embarked upon a programme of action to 
help developing countries become self-sufficient in this areas. This is bein' 
carried out through two projects: TRAINMAR (Training Development in Maritime 
Transport) and Improving Port Performance (IPP).

2.2. TRAINMAR

This project which covers both shipping and ports, is based on region 
and interregional co-operation in Maritime Management Training. It helps 
establish or strengthen local training centres - both national and regional 
Considering the large number of managers to be trained in the field of 
maritime transport the training is delivered as far as possible on a 
decentralised basis on local, national or sub-regional levels. To train 
managers efficiently and to overcome the lack of qualified instructors, 
TRAINMAR teaches staff of training centres how to develop the courses and 
produce quality training material, designed to overcome the typical manage 
or technical deficiencies. These job related task oriented courses are th 
conducted by local instructors specially trained for this purpose.

In view of the fact that TRAINMAR courses are prepared by many different 
course developers, established guidelines for the preparation of courses hav 
been developed to ensure that adequate standards are maintained. 'Since the 
development of a course locally implies a significant investment, TRAINMAR 
encourages the sharing of these costs among several countries through the

exchange of training material and instructors. Local adaptations are usually 
necessary to ensure that a course developed in one country is suitable for 
training managers in another one. Through the TRAINMAR system, 18 courses 
(3 to 4 weeks average duration) have already been prepared and the TRAINMAR 
network has acquired the capacity to train approximately 1,800 managers per 
year. Some eight port courses have been prepared already and a further three 
are in the development state. For example, the centre in Kenya at the Bandari 
College, Mombasa hois produced four courses over the past four years. One of 
these courses, "Port Operations for Supervisors" has already been adapted for 
use in centres in Abidjan, Manila, Mexico City, Tunis and Madras.

Another course, developed in Manila in collaboration with the Economic and 
Social Commission for Asia and Pacific (ESCAP), is on Container Terminal 
Operations. This course utilises both manual and computer assisted games to 
train supervisory grades to plan and control container handling operations. 
This course has been adapted and implemented at the National Institute of Port 
Management, Madras, India. It is also being adapted in Penang and Mombasa. 
Several activities have been executed in Sri Lanka where a recently approved 
UNDP national project to be started in 1985 includes a TRAINMAR component. 
Recently a Multimodal Transport Workshop was delivered in Bangkok in 
collaboration with the Government of Thailand and ESCAP. Some activities are 
planned to be executed in Pakistan in 1985.
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Courses deVGloped or adapted in the Indian Ocean region under the 

TRAINMAR programme include :V

- Port planning
- Port operations for supervisors
-- General Cargo operations
- Management of a container terminal
- Cost Control in ports
- Financial management in ports
-- Management of containerized shipping
- Cost control in shipping
- Mu11 imoda1 transport.

As one of the activités of the TRAINMAR project UNCTAD in collaboration 
with various organizations has been conducting on a regional and interregional 
basis seminars for training officers. These seminars provide an opportunity, 
to senior managers of various maritime organizations involved in Management 
Training to evaluate the various training programmes available and to prepare 
a programmée of co-operation in Maritime Management Training development and 
delivery. Since the inception of the TRAINMAR project in 1980 two 
interregional and one regional training officers seminar have been held.

. Further activities are planned for a 5-year period 1986-1990 which are 
^  presently being discussed as regards financing. IRAINMAR activities will

gradually be transferred to regional and national centres under the auspices 
of Regional Economic Commissions to provide a network of training centres 
exchanging courses in shipping, ports and multimodal transport which will be 
adapted to the needs of developing countries.

2.3. Improving Port Performance (IPP)

IPP is a second training project being conducted by UNCTAD in conjunction 
with the project TRAINMAR. The two projects TRAINMAR and IPP have certain 
features in common: for example, both have as objective the strengthening oP 
local maritime training capability. However, the two projects have a somewhat 
different orientât ion. Unlike TRAINMAR which promotes the local production oP 
course materials, with emphasis on local conditions and problems, IPP produces 
materials concentrating on more generally accepted principles and practices. 
These materials are designed and produced centrally for local delivery.

The two approaches are, in fact, complementary. For example the subject 
of equipment maintenance in ports: any examination of the need for training 
in this field will show that there are certain principles which are common for 
all ports. The natural way to deal with this, therefore, is to develop a 
standard set of training modules valid for use in all ports oP the world. In 
addition, to these modules, however, it may be necessary to develop other 
modules covering systems and procedures which may be specific to any one port 
or one country. UNCTAD plans to deal with situations like this by developing 
training materials common to all ports under the IPP project and arranging for 
the modules covering local procedures to be developed in TRAINMAR centres.

5/ with.the collaboration of: N.M.I Shipping Bombay; National Port Management
Institute Madras; Bombay and Madras Port Training Centres; Malaysian Port 
Training Centres; Magsaysay Training Centre; Penang; Port Kelang; Johore; 
Bandari College, Mombasa.
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Two instructors are required to run the course on Management of General 
Cargo Operations. Both should have a detailed knowledge of the training 
materials and possess the necessary pedagogic skills to organize and conduct 
it.

UNCTAD has organized a number of seminars specifically designed to train 
instructors to conduct the Management of General Cargo Operations course. In 
these seminars groups of trainers from various regions work through units of 
the course, taking it in turn to be "day organisers". They also have special 
lectures, discussions and workshop sessions on instructional techniques. They 
study the technical content of the course, having the underlying management 
philosophy explained to them and are given the organisational and 
communication skills needed to plan, organise and run this type of course.
Over 140 instructors from 50 countries has so far been trained to conduct this 
course. One of the instructors should have a minimum of five to seven years 
experience in the traffic or operations department, preferably with the 
background or interest in training. The second instructor should have a 
training or educational background, although again operational experience 
would be an advantage. Throughout the course these two instructors should be 
supplemented by local middle managers who can contribute their practical 
knowledge to discussions and exercises.

About ten countries on the fringe of the Indian Ocean are running IPP 
courses. The first time that a course is run in a country it is very 
important that high standards are established. Some of these countriese were 
supported directly by UNCTAD staff in their first delivery; others were 
assisted by training centres in neighbouring countries which had already 
acquired experience. For instance Kenya sent instructors to Tanzania and 
India to Malaysia, which in its turn is now being solicited to send 
instructors to assist further afield. This mutual support is an important 
element in the successful spread of this high quality training.

The English version of the materials became available in March 1903. At 
the time of writing some 50 sets of the course materials have been distributed 
world-wide and more than 800 managers have already followed this course. The 
materials are also available in French, Spanish, Portuguese, Chinese and 
Arabic. It is expected that at least 5000 managers will be trained with this 
course over the next five years.

UNCTAD has received a good deal of feedback in the form of test results 
and questionnaires completed by participants and there is no doubt that the 
approach has been enthusiastically approved by instructors and trainees 
alike. There is a strong demand for further IPP packages and there are plans 
for courses on other aspects of port management.

2.4. Other trainingactivities

While much effort has been devoted to these general programmes to 
reinforce local training capabilities, UNCTAD has not altogether abandoned its 
earlier programmes of specific assistance. These range from the organization 
of interregional seminars on specific topics to the development of purpose 
designed training centres in some countries. An example of the former is the 
fifth Container Terminal Management Seminar taking place in Antwerp in 
September 1985, at which there will be several participants from Indian Ocean 
countries. Examples of the latter include help to both India and Sri Lanka to 
develop Port Management Training Institutes. Many countries around the Indian
Ocean are moving in the same direction and a programme of co.operation to
benefit from each other's experience and resources would be extremely 
worthwhile.
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Introduction

1. The Fifth Ministerial Meeting of the Group of 77 (28 March to 9 April 1983)
0. a op ted a declaration \j on- shipping in which the developing countries, memberis of 
the Group oi ■;7, expressed their strong belief in the need for co-operation among 
themselves. They expressed their conviction that in shipping a ready-made 
opportunity existed for co-operation because cf the complementarities available among 
tnemseIves. The developing countries, members of the Group cf 7 7, called for 
meetings at appropriate levels to consider the establishment and adoption of a 
programme of action for co-operation and for strengthening and reinforcing the present 
system of intra-regional and interregional transport of seaborne trade in order to 
complement the efforts to achieve a substantial increase in trade among developing 
countries. (The text of the Ministerial declaration is reproduced in Annex I to 
this report,)

7. At tne same Meeting the Ministers adopted a resolution 2/ on shipping which, 
inx.er alia, requested the uftCTAD secretariat to prepare a draft programme of action 
for co-operation among developing countries in the area-of shipping, ports and 
multimodal transport. " • ' .

3. At DPCTAP 71 (Belgrade, 6 June to 2 July 1983), the Conference unanimously 
adoptee. Conference resolution 144 (Vi)), jJ which requested the Ul-fCTAD secretariat to 
prepare a draft programme of action for co-operation among developing countries in 
the area of snipping, ports and multimodal transport and to submit it to the 
Committee on Shipping for consideration at its eleventh session, 4/

4« This repcri, prepared in response to the above Conference resolution, covers 
only those areas which fall within the competence of UNCTAD and the «terms of 
reference of the Committee on Shipping in so far as they relate to economic, 
commercial and related aspects of shipping, rjorts and multimodal transport.

5« It is relevant that, subsequent to the adoption of Conference resolution 144 (Vi), 
a meeting of experts on services related to trade was held at the invitation of the 
Government of Guatemala, 25-27 January 1984? in accordance with paragraphs 12 and 13 
of the Caracas Programme of Action (CPA), p/

1/ The Buenos Aires Platform. Final document of the Fifth Ministerial Meeting 
of the Group of 77, 77/M(v)/l3/Add.l, annex II, p. 4.

2/ The Buenos Aires Platform, 77/H(v)/13, p .  59 and TD/285, p. 55.
deport of uhe United Mations Conference on Trade and Development on its 

sixth session (TD/325).
4/ Resolution 144 (Vi), para. 11 - Requests the Seeretary-Genernl of UiTCTAD 

do prepare 0, draft programme of action for co-operation among developing countries in 
the area of snipping, ports and multimodal transport and to submit it to the 
Committee on Shipping for consideration at its eleventh session. The Committee on 
Shipping is requested to ensure that the Committee on Economic Co-operation among 
Developing Countries is kept informed of its deliberation?: on this subject.

2/ A/38/353 and Corr. 1, annex.
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6. The experts noted that UNCTAD was preparing a draft programme of action for 
co-operation among developing countries in the field of shipping, ports and 
multimodal transport within the mandate of resolution 144 (Vi) and adopted several 
decisions and recommendations which tended to reinforce the need for, and modalities 
of, co—operation among developing countries in these fields. The relevant decisions 
and recommendations are reproduced in annex II to this report*

7« The following chapters aim at identifying major areas of co-operation and 
suggesting practical means of putting into effect the measures necessary to develop 
and intensify such co-operation. It should "be emphasized that what follows is a 
draft programme of action which does, not adopt a specific project-by-project 
approach. It calls for action from the Committee on Shipping and the developing 
countries themselves as a first stage in the process of imp1emending co-operation 
measures. It also identifies the institutional mechanisms that could launch the 
imnlementation process once priorities and terms of reference have been clearly 
determined in the light of the follow-up to this draft programme of action.

8. Of the areas identified as amenable for co-operation among developing countries 
there are some which the Committee on Shipping may wish to act up as indicated in the 
relevant paragraphs at the end of each section. Other measures may constitute 
subjects for consultations an called for in the Buenos Aires Platform, Declaration of 
the Fifth Ministerial Meeting of the Group of 77 (see annex I, para. 5 of this report). 
In most cases the Committee on Shipping may be a catalyst in launching processes, the 
implementation of which would be up to the developing countries and their relevant 
institutions. The Committee may wish to provide some guidance on priorities and 
timing on the over—all proposals in the draft programme as a basis for a more 
specific action plan in individual areas of such identified priorities.
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Chapter I

CO-OPERATION AMONG DEVELOPING COUNTRIES.

9. The developing countries have seen that to attain their development objectives 
it is essential to promote' collective self-reliance among themselves.

10. Efforts to increase the participation of developing countries in world shipping 
date back to the Charter of Algiers in 19&7 and- 1° UNCTAD III in 1972. At the 
latter Conferenpe developing countries formulated a target for the growth of their 
national fleets involving their achievement by the end of the Second United Nations 
Development Decade of a 10 per cent share of the world fleet. The Strategy for the 
Third United Nations Development Decade set a new target of 20 per cent of the 
world fleet by 1990.

11. Shipping can contribute to' the socio-economic development of developing 
countries in the following areas:

(a) Income from undertaking shipping services,

(b) Linkage creation with other sectors of the econonrv;

(c) Diversification of employment.;

(d) Reduction of economic dependence on other countries;

(e) The ability to influence shipping conferences and the level of freight rate

(f) Promotion of their exports ;
(g) Economic integration and co-operation among developing countries %
(h) Prevention of disruption of shipping services during emergencies.

12. In view of the advantages of expanding their merchant marines, developing 
countries have been making major efforts to develop their maritime industry to 
exercise their capacity to strenthen ties among themselves and, through economic 
co-operation and related co-operative efforts in the various fields of shipping, 
ports and multimodal transport, to increase their effective participation in world 
maritime industry.

13. Shipping development for most countries is a matter of finance, manpower and 
market access. These resources and capacity are not equally distributed among 
developing countries; while some have a large pool of trained labour and/or 
management but lack finance, others lack labour and management of the necessary 
quality and quantity but have access to finance or markets.

14. It is evident that the developing countries, by pooling resources and entering 
into joint ventures and other co-operative arrangements .among themselves, would be 
able to increase their ownership in the world tonnage and their participation in the 
carriage of their seaborne trade. Furthermore, pooling of resources for this 
purpose secures for developing countries gains accruing from economj.es of scale and 
provides the means of effectively exploiting their comparative advantage in the 
supply of shipping services.
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15. Go-operation should however be seen not as limited to these basic factor 
endowments but as a total combination of factors related to security of investments, 
access to markets, creation of linkages, reduction of economic distance and sound 
employment of vessels. Nor is co-operation solely a question of complementarities. 
The "additionality" aspect is a major factor governing the ensuing co-operative 
relationship, whether relating to service coverage improving the mix in the total 
factor endowments at the production level or increasing the technological content 
through diversification or increased specialization. Furthermore, shipping is not a 
totally independent activity. The downstream activities of the related labour- 
intensive shipbuilding and ship repairing industries are dependent in their growth 
and development on a similar approach of economic and tecnnical co-operation and 
integration. What is true for fleet development is also true for the many other 
sectors of the maritime industry where subregional, regional and interregional 
co-operation is required, whether in relation to shipper interests, port development, 
or multimodal transport operations. In all these sectors the co-operative efforts 
are aimed at expanding trade, promoting the orderly development of the industry, and 
increasing income.

16. In fact, there is no need to dwell on the merits of co-operation among 
developing countries5 not only has it been explored in depth in studies ano 
research but also practical examples of such benefits exist world-wide in the 
industry. Furthermore, the developing countries’ decision to pursue co-operation 
among themselves could only have resulted from the realization of the potentia 
benefits to their economies from increasing their ties in the industry.
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DRAFT OF PROGRAMME OF ACTION FOR CO-OPERATION AMONG 

DEVELOPING COUNTRIES IN THE AREAS OF SHIPPING, 
PORTS AND i'RJLTMODAL TRANSPORT

A. Shippina
17. Co-operation in the area of shipping is to "be seen in the light of developing 
countries' aspiration for more equitable participation in world shipping as well as 
of the contribution that the shipping industry, can make to promoting their foreign 
trade. In the pursuit of their shipping policy goals developing countries are 
facing a number of obstacles, both with regarc. to the protection of shipper*3 
interest as well as to the participation in shipping. Such problems relate, 
inter alia, to? -

(a) The imbalance of power between shippers 'and shipowners;

(b) Barriers to entry based on restrictive practices in various shipping markets

(c) Technology acquisition and adaptation to new organizational lorms,

(d) Ship financing« ' V

13. Co-operation among developing countries is one of the means to overcome these- 
problems and to ensure effective participation in world shipping, mainly tnrough 
economies of scale and rationalization gains.

19. Depending on the objectives pursued in any particular co-operative agreement 
various degrees of intensity of co-operation may be required. The following uot 
provides some examples of differing intensities and links the tasks to be performed 
co-operatively with appropriate organizational forms 01 co-operation.

Degree of intensity Examples of co-operative agreement
r—----- ----- '------ -
! Exchange of information

i; Joint freight study units, joint ] 
information services

; Co-ordination of conduct, 
adjustment of services

i1

-, 1 
! International shippers' councils

international shipowners' associations 
i liner conferences

tj
! Exchange of inputs Equipment interchange agreements i 

• space chartering agreements .

I Exchange of or partly collective 
i performance of tasks

' Joint crewing schemes 
i joint financing schemes

pools i

Collective performance of tasks Joint ventures
consortia *
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1. Protection of shippers' interests

20. The accepted main objective regarding the protection of shippers interests
is to reduce costs of maritime transport in the liner trades of developing countries 
through:

(a) The establishment of shippers' organizations or equivalent bodies and 
effective shipper/shipowner consultation machinery in developing countries, and 
thereby to direct efforts towards the establishment of national, subregional ana 
regional shippers' organizations;

(b) Adopting measures to promote the most efficient and economical shipping 
services, including the rationalization of shipments and sailings and the formation 
of commodity groups which can increase shippers' control over cargoes, and thus 
enhance their ability to implement rationalization schemes, and also to increase 
their power to negotiate with conferences.

21. However, for a number of reasons, consultations between shippers' organizations 
and liner conferences have proved to be unsatisfactory, mainly due to the 
conferences' stronger bargaining position and their better organizational capability. _6/ 
The loading areas of individual conferences normally cover ports of more than one 
country while shippers' councils or equivalent organizations are usually organized
on a national basis. Under these circumstances shippers in.a, group of countries 
covered by a single conference can increase their effectiveness in consultations by . 
co-operating, as has been shown by a. number of sub-regional shippers' organizations 
already in existence. Such co-operation enables them together to represent fully 
the shippers using the services of the conferences' concerned.

22. Attempts to promote efficient and economical services, through shipment and 
sailing rationalization or cargo aggregation and the formation or strengthening 
of commodity groups, can have greater success if carried out on a large scale, 
for example, on a subregional basis. Inter-State trading organizations could be 
established to overcome existing fragmentation of exports and imports. This would 
apply to many developing countries where the volumes of liner cargoes generated by 
individual countries are normally small and therefore need to be organised on an 
inter-country or conference area basis.

23. The most appropriate organizational forms to be chosen would be federations or 
unions of national shippers' councils or of other types of shippers' organizations 
on a subregional or regional basis.

2. Co-operation in the provision of shipping services

24. By co-operating to form large shipping enterprises or to enable small 
enterprises to combine their operations, the developing countries can reduce or 
minimize the various problems which they encounter in merchant fleet development.
The acquisition and operation of modern technology and specialized ships, such as 
bulk carriers, fully cellular container and.ro-ro ships, refrigerated vessels, log 
and forest product carriers arid others, require substantial investment resources and

6/ The over-all subject of consultations is covered in "The effectiveness of 
consultation machinery? ■ report by the UNCTAD secretariat" (TD/b/C.4/260).
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access to large cargo volumes. Therefore, the efforts of shipping companies of 
individual dev^rp^rg countries may ho inadequate because of their limited financial 
resources and the small sizes of cargoes generated by the individual countries. 
Co-operation, ^01 eramie cn a sub-regional basis, may facilitate the development of 
bulk cargo shipping pools, joint container services, etc. which would enable the 
shipping enterprises of the co-operating countries to have access to larger cargo 
volumes and to reduce the investment requirements which would have been needed if 
companies of different countries operated independently.

25» Furthermore, through co-operative action developing countries' carriers will 
be better placed to compete effectively with developed countries' fleets.
Co-operation allows the creation of sufficiently large units to participate in 
carriage arrangements that require a minimum amount of tonnage. Additionally, it 
enables carriers to apply risk minimization strategies based on employment 
diversification of the fleet.

26. Co-operat.icn would also increase the ability of countries to acquire ship 
finance by enabling them to have larger cash flows and larger foreign exchange 
resources, and generally to reduce the degree of risk perceived by financing 
institutions, In addition, it would enable shipping enterprises to pool and 
complement their management and on-board personnel resources so as to improve their 
over-all operational capability.

27« Co-operat.i cn in such areas may be organized under the following institutional 
arrangements s

Ship ownershin and investment, and ship financing

(i) Multinational shipping companies owned and operated jointly by a group of 
connorie , r joint ventures created as partnerships between national 
companies of different countries;

(ii) Joint In/estmert funds operated by a group of countries to attract capital 
which c-m.'id be channelled to their shipping companies;

(iii) Grouping of orders for ships by a group of countries in order to obtain 
favourable financing conditions;

(iv) Stardor a. zation of equipment purchased by companies of co-operating 
countries 10 facilitate sharing or pooling of the equipment;

(v) Establiehmenc of a fund from governments and private interests to
prev..c!< compensatory assistance schemes to shipping lines of developing 
countries ana for purposes of minimizing the effects of cyclical fluctuations 
on their revenues.

Ship manager, a n h ope rap i ons and manning

(i) Joint services, joint chartering or the pooling of operations of separate
shipping companies;

(ii) CargL pools;

(iii) Exchange end pooling of crews;

(iv) Establishment of liner conference services among developing countries.
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Programme of action

28. To date the issue of co-operation among developing countries in the area of 
shipping has not "been sufficiently or comprehensively explained. Any programme of 
action would thus require the backing of in-depth research and fact finding. The 
proposed programme should therefore comprise three main stages 1

(a) Compilation of an inventory of existing co-operative arrangements in 
developing countries and a description and analysis of their functioning;

(b) Development of guidelines on the establishment or strengthening of 
institutions/arrangements for co-operation;

(c) Provision of technical assistance in the establishment or strengthening 
of institutions or arrangements for co-opera,tion.

An inventory and analysis of institutions and arrangements lor co—operation

29. An .inventory of the following forms of co-operation in developing countries 
should be compiled;

(i) . Multinational .shipping companies or joint ventures between .shipping. . 
companies of developing countries;

(ii) Joint investment funds;

(iii) Grouping of orders for ships;

(iv) Standardization of equipment on an inter-country basis;

(v) Joint management of shipping companies of different countries;

(vi) Joint services/chartering or pooling of operations of shipping companies 
of different countries;

(vii) Joint maritime training institutions;

(viii) Cargo pools;

(ix) Crew exchanges or pools;

(x) Federations or unions of shippers' councils or of other shippers' 
organizations;

(xi) riulticountry shipping investigation units;

(xii) Federations or unions of commodity groups;

(xiii) Cargo aggregation and sailing rationalization schemes organized on an 
inter-country basis;

(xiv) Joint agency stevedoring agreements.
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30. These various institutions cr arrangements should ho evaluated as to their 
feasibility and practicability in terms of•

(a) . Their purpose or objectives in relation to merchant fleet development 
or the protection of shipper interests;

(b) Their organizational and legal structures, the role of government and 
composition of membership;

(c) Their activities and the scope of the activities;

(d) Sizes of institutions in terms of the number of countries and 
organizations involved ;

(e) Sources of finance to support their activities;

(f) An assessment of their achievement in terms of their impact on merchant 
fleet development or the protection shipper interests in the'co-operating 
countries, an analysis of difficulties, if any, related to co-operation showing 
the nature and causes of the difficulties.

Development of guidelines for the establishment or strengthening of institutions 
or arrangements for co-operation

31. Information on the performance of the existing institutions will provide 
models on which other countries may establish or strengthen their institutions, 
failures or difficulties encountered by existing institutions would provide scope 
for possible remedial actions.

32. On the basis of the experience of the existing institutions, general guidelines 
would be developed for the establishment/strengthening institutions of co-operation. 
In developing such guidelines, information on the organization and activities of 
equivalent institutions in developed countries would also be examined to identify 
elements which could be adapted to developing countries. Such information would 
also be used in cases where given types of institutions do not exist in developing 
countries. The guidelines would indicate;

(a) Possible alternative forms of institutions for co-operation in the areas 
listed above ;

(b) Necessary/sufficient conditions and. possible modalities for the 
establishment of the institutions;

(c) Possible governmental role in promoting said supporting institutions for 
co-oporation•

(d) Financial and manpower requirements.
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Possible action by the Committee or, Shipping

43, While the need for no-operative action in the field of shipping in general and 
among developing countries in particular has been the subject of discussions in a 
number of international fora, such elaborations have remained at a rather abstract 
level and not extended beyond the general acceptance of the advantages involved in 
co-operative agreements• This might be considered a reflection of the fact uiiat 
some representatives at such meetings tend to consider co-operation in shipping 
as an end in itself rather than as a means of implementing agreed policy objectives 
and that representation of such meetings often does not include those who are 
potential partners-to co-operative agreements, i.e. shipowners and shippers. 
Consequently, in order to set in motion the implementation process 01 tne above 
services and to develop further the terms of reference for co-operative action, 
the Committee may wish to recommend the convening of meetings oi representatives of 
shipowners of developing countries 'jj and of shippers.’ organisations as appropriate. 
Such meetings could not only elaborate priority areas for co-operation based on 
the industry's particular requirements but could also establish a standing committee 
which could serve as a "co-operation exchange", channeling requests and offers for 
co-operation, including the elaboration of standard contractual arrangements for 
different types of co-operative agreements. The Committee may wish to request the 
UNCTAD secretariat to assist in the preparation of such meetings, particularly through 
providing the necessary documentation.

34. The Committee may- also wish to recommend that in carrying out pre-feasibility 
studies under the mandate of resolution ±21( v )  the UNCTAD secretariat should give 
priority to requests from governments concerning the op€iration of establishment of 
joint ventures or multinational shipping companies of developing countries.

Provision of technical assistance

35. In conjunction with the building of institutions ana. the development of 
programmes of work, technical assistance should be provided to specific groups of 
countries wishing to establish or strengthen institutions or arrangements for 
co-operation. The assistance may be in the form of consultancy, workshops or 
seminars on co-operation in the various areas which have been mentioned.

B . Ports

1 . Development of trans-shipment ports

36. The traditional pattern of shipping involved the movement of consignments 
direct from port of origin to destination in a single voyage. Technological 
developments in recent years have created a situation in vnich regular trans-shipment 
can significantly reduce the over-all costs of maritime trade. Notaole among the 
influences have been sophisticated mechanical handling in ports, increased chip 
sizes, greater precision in voyage times < and computerization 1 or eiiicj.cnl contrci 
cf complex cargo movements.

7 / A movement towards s:’oh action is lemonstrated by a recent meeting oi 
Latin American and African shipowners to explore the possibilities of joint 
services of shipowners of the two regions.
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y ' A form of transhipment of particular interest to developing countries is that 
;-'here, for a particular cargo type (such as containers or dry hulk) , a single port 
ii. a region develops as a terminal for long-haul voyages at which cargo is 
transhipped to and from feeder vessels, while neighbouring ports are developed 
to receive only the feeder vessels. Economies may he obtained principally in 
two directions5 (l) through lower port investment - since only one port need
invest in elaborate facilities for large modern vessels; and (2) through lower 
shipping costs ~ since expensive vessels avoid calling at several ports in the 
same region? each for a small amount of cargo. Supplementary economies may arise 
for snippers through more frequent services, opportunities to order in smaller 
quantities, and the possibility of using larger ships.

3$ • The cenefits of a transhipment operation will bo reflected in reduced 
through-transport costs, but maximum benefit can be achieved only with 
rationalization of both ports and shipping services. Trends in shipping already 
support transhipment and it is natural that ports take the initiative to derive the 
maximum benefit for their national economics.

39. Two typos of problems have to be tackled; technical, to define just what 
steps each party should take; and economic, to ensure that each party receives 
sufficient benefit to justify the costs of its contribution to rationalization.
The first technical requirement is to identify one or more ports to be developed 
as transhipment points. The second is to establish what facilities must be 
provided at the transhipment port and in the feeder ports. For economy in the 
feeder services, it would be natural to standardize on handling methods and 
facilities.

10, There are two clear impediments to concerted action on transhipment ports.
First is the complexity and innovation required to ensure a fair distribution of 
benefits. Second is the natural reluctance of many countries to accept dependence 
on transport facilities provided by another State, However, to ignore the 
possibility of co-operation in this field has two strong 'disadvantages:
(i! missing considerable advantages for national foreign trade, including the 
avoidance of high port investments; and (2) exposing national trade to the risk 
-hat adequate maritime services will simply not exist in the future.

4-• -t may be noted that for a country to resort to transhipment does .not necessarily 
imply reducing national port capacity, nor the proportion of national trade- 
handled in national ports. It rather involves adapting national port development 
to physical, financial and social conditions prevailing locally.

2, Harmonization of port statistics

42. Port management continuously needs reliable information, particularly port 
performance indicators, for the major operational areas for the following reasons;



(a) To monitor the level of service provided in order that action can be
taken to avoid port congestion surcharges > demurrage payments and even, general 
freight rate increases 5 ' " ..... - .....

(b) To monitor utilization of facilities and equipment in order to fix port 
tariffs at an appropriate level;

(c) To monitor the productivity of labour in order to control cargo 
handling- costs.

43. .A uniform scheme will allow government planners and port managers to evaluate 
the performance of their port relative to other ports. Operational efficiency of 
this essential transport link is an important step for economic development.

- 44. With the assistance of UNCTAD two regional port management associations have 
been implementing a uniform scheme of port statistics and performance indicators.
A team of UNCTAD experts and staff developed data collection forms, procedures 
and a set cf uniform performance indicators. .A seminar was held bringing together 
the liaison officers from each port to explain the scheme and discuss its 
implementation. Specific assistance was then provided to individual ports for 
the introduction of the scheme. In each region there are individuals from port 
authorities who are now capable of providing assistance to other port authorities, SJ

45* This scheme is generally applicable to all world ports. The UNCTAD secretariat 
suggests that developing countries study this system* Those port authorities 
requiring assistance in implementing such a scheme ware invited to-contact the- 
UNCTAD secretariat.

3. Harmonization of port tariffs

46. Few ports have a wholly rational pert pricing system. Port tariffs are often 
unnecessarily complicated, reflecting .multiple amendments of out-dated charges 
made to satisfy the port’s requirements and those of other bodies. Simplification 
and harmonization of the structure of port tariffs would ease the calculation of 
transport costs for shippers. This would net take away .the right of any government 
or port authority to fix its own charges; there would simply be a common tariff 
structure.

47* A review of port tariffs is a complex task,.which is a matter for each port 
authority. The establishment of a common tariff structure would require 
collaboration between port authorities in order to reach an outcome, which reflects 
the interests of both ports and their users. . ..

td/ b/ c . 4/273page 13

Sj Manual on a uniform system of port Statistics and performance indicators; 
UNCTAD/SHIP/19 S/Rev.1.
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4* Joint dredging and marine salvage operations

4'°* 10 reduce the cost of both capital and maintenance
dredging pools, of either contracted or owned equipment

dredging the concept of 
has been studied. Such an

arrangement would reduce mobilization cost and could justify the use of a larger 
dredger which would shorten the dredging time. An investigation in one region 
produced an inventory of dredging equipment and dredging requirements. 9/ However, 
the study concluded that a dredging pool for all ports in the region was not a 
practical proposition. Difierences in management structure, lack of common procedures 
for awarding contracts etc., would militate against the feasibility of a joint venture. 
Co-operation between a smaller number of ports may be more viable. For example, the 
total annual requirement for maintenance dredging for three ports might total 
11 months (6 months, 3 months, and 2 months). The directors of the three ports could 
agree to an arrangement whereby one port would purchase the dredger and then lease the 
dredger to the other two ports for three months and two months respectively. The 
increased utilization of the dredger would result in lower unit costs and the benefits 
of this could be 3hared among the ports concerned.

49* Similar arguments could apply to the use of 
vessels. Mot all ports need to own a vessel of 
the use of such vessels could be an alternative 
traditional foreign companies.

salvage tugs and other specialized 
every type. Arrangements for pooling 
to handing over this type of work to

5• Technical expertise exchange

uO. A group of countries may be able to exchange or loan technically competent staff 
among the ports of a region. This would be particularly beneficial to small port 
authorities who have a limited number of staff. Expertise could cover specialized 
fields such as:

(a) Legal - liability questions, claims procedures, international conventions;

(b) Equipment - preventive maintenance, equipment specifications, tendering 
procedures, standardizations;

(c) Security - procedures, physical arrangements, staffing requirements ;

(d) Computers - evaluation, staffing, development procedures.

-'I* ^his expertise would have the benefit of the officialsf awareness of regional 
conditions and their permanent presence in the region.

6• Training

^2. There is considerable scope for collaboration between ports in the development 
and conduct of training. Ports need to undertake training to ensure continuity and 
improvement of their activities, but especially to cope with technological change. 
Ideally this training would all be carried out locally, but there are many practical 
reasons why a regional approach may be adopted.

9/ Report on activities 1976-198C, 
Management Association of West and Central

seventh session of the Council 
Africa, Cotonou, October 19'30.

of the Port



7. Programme for action
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53» Some of the above co-operative activities are being carried out under the 
auspices of subregional port associations such as the following:

The Port Management Association of West and Central Africa;

The Port Management Association of Eastern and Southern Africa;

The Port Management Association of North Africa;

Union of Marities Ports of Arab Countries;

COCAAP - Regional Port Authorities Association for Central America;

ASEAN Port Authorities Association.

54. There would appear, however, to be little contact between the various port 
management associations.

55* Experience nas shown that implementation of such co-operation can be stimulated 
by external influences, such as the involvement of international bodies or funding 
from outside aid agencies. These external influences may help overcome problems such 
as lack of foreign exchange and reduce the pressures of competition and sovereignty 
issues.

Possible action by the Committee on Shipping

36. Although port problems are discussed in the Committee on Shipping, this is not 
the most suitable forum for identifying priorities for co-operation in ports for 
specific cases among developing countries. The Committee may wish to recommend that 
a meeting of government officials and managers of port authorities and cargo handling 
companies from developing countries be convened from both the public and the private 
sectors, to elaborate their own programme of work which could:

(a) Provide a forum for the encouragement of technical co-operation in the 
ports industry;

(b) Discuss and, where appropriate, promote harmonization and extension of 
regional and subregional activities;

(c) Identify the priority needs of ports and indicate to international 
organizations the directions in which their work should be oriented;

(d) Identify and support technical activities and research requiring 
interregional involvement; and

(e) Strengthen existing port associations and encourage countries within 
regions without such bodies to form their own.

C. Multimodal transport

1. Harmonization of regulatory policies and administrative procedures

3 7. In order to promote foreign trade among developing countries and to avoid undue 
constraints on traffic flows among them that would almost necessarily result in a 
wastage of scarce resources, regulatory policies should be harmonized to the extent
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possible. Action appears to be most urgently needed with regard to regulatory 
policies governing transport modes participating in multimodal transport and.to ensure 
that there is:no discrimination against MTOs and carriers from other developing 
countries.

58. Similarly, customs procedures in many developing countries tend to be an obstacle 
to smooth and effective multimodal transport operations. The harmonization and 
facilitation of customs procedures and other border controls is an important step 
towards the effective implementation of multimodal transport, as well as being an 
essential element of trade promotion.

2. Multilateral action relating to the provision of infrastructure

59* One of the most serious problems faced by developing countries in the 
introduction of multimodal transport relates to the lack of adequate infrastructure 
for inland transport and transfer operations, particularly in those cases where 
transit operations are involved. In order to overcome these problems, multilateral 
solutions, which require co-operative transport policy action as well as project- 
related action, are necessary. On the policy level, there are three major measures 
which may be taken, these are;

(a) The determination of transport corridors for multimodal transport on a 
regional level;'

(b) The establishment of principles of financing of infrastructure which 
accommodate traffic between foreign countries;

(c) The establishment of rights and obligations•of providers and users of such 
infrastructure : • : \■

3. • Establishment of multimodal transport operators

60. The establishment of indigenous multimodal transport operators (MTOs) is of 
most immediate concern to developing countries in order to avoid dependence on 
developed countries' operators. However, many developing countries do not have 
appropriate- transport organizations - be they ocean carriers or non-vessel operating 
carriers -* tnat could readily take on the tasks and the responsibilities of an MTO.
In order to overcome existing structural shortcomings, a pooling of human and 
capital resources at a regional level is a prerequisite for the successful 
participation of developing countries in multimodal transport operations. This 
approach is particularly advantageous for land-locked countries, which presently are 
not in a position - effectively to control the total transport chain for their export/ 
import trade in the-absence of national ocean carriers. The type of co-operation 
agreement actually to be entered into will have to be decided case by case. Some of 
the options available include:

(a) The creation of multinational MTOs of developing countries;

(b) Conclusion of agency agreements;

(c) Co-operative agreements between MTOs and actual carriers, etc.

4* Establishment.of regional organizations of MTOs

61. Co-operation among developing countries in the field of multimodal transport 
may be facilitated by establishing regional organizations such as:



(a) An association of MTOs and international freight forwarders acting 
in oiic region; or

>s

(b) A regional co-ordination committee by national shipping companies, MTOs, 
international freight forwarders ana other transport organizations interested in 
multimodal transport.

It < ay be advisable to nominate an existing body to function as a focal point 
providing secretariat services for such a regional organization.

62. Such organizations may serve a number of purposes in the process- of establishing 
and promoting indigenous MTOs. hirst, they can provide the institutional framework 
within which the commercial co-operation action mentioned above can take place. i'hoy 
car directly support co-operative action by disseminating information or possibly 
also by creating an interregional unit through which different requests of MTOs for 
co-operative action are channelled. Further activities of such organizations would 
relate to consultations between non-vessel operating MTOs and carriers, information 
exchange and implementation of multimodal container tariff rules on the basis of mode 
rules when they are developed in the future.

63. The lack of practical, technical and legal knowledge of problems associated with 
the co-ordinated introduction of multimodal transport in developing countries 
inhibits- its implementation, and the need for training in these fields is quite 
evident. The above-mentioned regional organizations will also serve as focal points 
for training activities in these fields.

64. Those organizations may be conducive to the orderly development of multimodal 
transport if they publish a li.3t of MTOs and international freight forwarders 
registered with the organizations in conformity with requirements to be adopted by 
thorn.

6b. Furthermore, if such regional organizations adopt and implement standard 
conditions .for carriage by MTO and standard trading conditions of international 
freight forwarders as well as codes of conduct for them this, will enhance the 
credibility of these industries in developing countries and shippers' interests will 
be better protected from unscrupulous MTOs and freight forwarders.

Possible action by the Committee on Shipping

66. The above-mentioned co-operative activities envisaged for regional organisations 
in the field of multimodal transport and containerization may require assistance 
from international organizations, it least in an early stage of development, in view 
of financial constraints and scarcity of expertise in developing countries.
Meanwhile, it would be desirable to ensure some degree of harmonization among 
regional policies and activities in view of a global nature of multimodal transport. 
Since the.Committee on Shipping is., under its terms of reference, available for the 
harmonization of the relevant policies of governments and regional economic groupings 
it may wish to recommend the convening of a group of experts to consider and recommen 
a strategy for implementing the suggested activities, taking into account all the 
relevant factors.
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67. The work programme of such a group of experts may include the following:

(a) The elaboration of guidelines for nominating or establishing regional 
organizations

(i) memberships

(ii) administrative structure

(iii) financial resources

(iv) terms of reference for sub-committees or working groups;

(b) Identification of the priority of activities and recommendation of 
modalities of implementation;

(c) Identification of the areas for which co-operation and assistance from 
international organizations are needed and to elaboration of the contents of possible 
projects as far as possible.

68. The Committee on Shipping may also wish to request the UNCTAD secretariat to 
support the regional organizations on questions of identifying multimodal' transport 
routes on a regional basis and on proposing a scheme for financing of infrastructure 
upgrading which will reduce the actual cost of multimodal transport between 
countries.

69. Likewise, the secretariat may study the feasibility and desirability of drawing 
up codes of conduct for freight forwarders and MTOs in the context of intensifying 
co-operation among developing countries.

D. Maritime Legislation

70. In the Committee on Shipping statements have been made to the effect that the 
development of merchant fleets in developing countries has often been hampered by 
inadequate and outdated maritime legislation. However, the revision of national 
legislation without- harmonization among developing countries, particularly at the 
regional and subregional level, would not fully 3erve the desired purpose. The 
Committee, as well ras UNCTAD Conference resolution 144 (VI), have recognized this 
need for harmonization and have consequently mandated the secretariat with the 
elaboration of model national maritime legislation.

71. fit the level of regional commissions work has progressed in this direction in 
that E3CAP is developing guidelines for maritime legislation. These guidelines are 
to be reviewed in November 1984 and are intended to serve as model maritime code for 
Asian countries. In furthering its work on model legislation UNCTAD will take into 
account the results of the work undertaken in ESCAP. Upon finalization of this work 
the Committee may wish to recommend the provision of assistance to developing 
countries in the implementation of harmonized legislation based on the resulting model.

72. Apart from the provision of harmonized maritime legislation the successful 
undertaking of joint ventures among developing countries requires the existence of 
farther legal instruments and administrative arrangements conducive to the aims and 
objectives of the parties concerned. The required instruments should clearly establish 
the rights and responsibilities of all parties to such co-operative agreements.
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73* Shipping companies in developing countries often suffer from the high cost of 
insurance. In view of the large value of insured assets, as well as the tendency 
for insurance rates uo increase periodically, a concerted approach to this problem is 
required. In order to overcome presently existing fragmentation in demand for 
insurance coverage, which has resulted in elevated insurance costs for individual 
shipowners of developing countries, it is advisable that shipowners of a subregion 
combine their shipping tonnage to take out joint insurance cover. By doing so, 
shipowners can obtain favourable cover not only on the basis of the increased tonnage 
to be insured but also in view of the possibility of presenting improved consolidated 
damage records to the insurers.

Liability insurance (P and I Clubs)

74. Similarly, it is desirable that shipowners of a subregion jointly become members 
of the same mutual P and I Club. Thi3 again would result in improved rates obtainable 
and, additionally, it would enable developing P and I Club thereby to influence Club 
policy so that it takes adequate account of the interests of the companies concerned.

Possible action by the Committee on Shipping

75» The Committee may wish to request the secretariat to compile an inventory of 
available legal provisions that have governed past and existing co-operative 
arrangements in the fields of shipping, ports and multimodal transport, to be 
disseminated to those countries and their enterprises wishing to enter into 
co-operative agreements to assist them in their evaluation and initiation of 
appropriate legal frameworks. The Committee may also wish to encourage the convening 
of colloquia on a regional or interregional basis to start an active process of 
exchange of information relating to problems of maritime legislation.

E. Training

76. In the training field various possible approaches to co-operation may be 
adopted, separately or together, among them:

(a) For on-the-job training, trainees may be sent to neighbouring countries.or 
instructors borrowed from neighbouring countries. This may be ad hoc or 
institutionalized, with particular institutions or particular instructors 'developed for specific purposes:

(b) For formal training, courses and seminars may be run for regional benefit - 
either at a single centre or at different institutions in a co-ordinated programme;

(c) Also for formal training, course materials may be developed - or adapted - 
for regional use and be shared by all institutions to run their own training courses. 
In this case,, tne materials could, whc^e needed, include instructors borrowed from 
other institutions or a training centre.

77• Locally developed and conducted training has two particular advantages:

1. Minimal transpor t and accommodation costs for trainees; and

2. Training adapted totally to local needs.

78. If the training organized regionally these advantages are diminished but 
expenditure is at least retained within the regional economy and training remains 
adapted to generally similar local condtions. On the other hand, there are
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advantages in that a regional approach can spread the costs of preparing and 
conducting training over many more trainees, improve the quality of botn activities, 
and increase the amount of training available. In additoin, regional co-operation 
leads to 'a useful exchange of experience between personnel from different countries.

79. Actions required 3tart with the identification of training needs of all maritime 
sectors in the region. The effort required to produce adequate training can then be 
assessed and a decision taken whether this should be through central or local effort. 
In either case, training standards will need to be agreed jointly among all concerned, 
and staff selected to receive instruction in training methods. Then the region will 
be ready to go ahead with a co-ordinated training programme.

80. In general, the most favourable approach is for each country to undertake its own 
basic training, but for all countries to support a regional centre which would adapt 
or develop training of general applicability and interest. Such training.would be 
conducted at the centre or at local institutions according to the number of trainees 
concerned and special facilities required. The centre would also be able to 
co-operate with centres in other regions, to exchange experience and course materials 
for adaptation.

81. UNCTAD has assisted interested organizations through various training activities 
including TRAINMAR and IPP, 10/ both in the formative and operational phases, through 
its technical assistance projects such as, to produce training materials and to 
assist in the development of training techniques of particular interest within the 
framework of co-operation among developing countries is the UNCTAD/UNDP TRAINMAR 
programme. 11/

82. One objective of TRAINMAR is to develop a network among maritime training 
institutes of developing countries so that a system of exchange of training material 
and instructors, trainees and cost sharing is established among associated TRAINMAR 
training centres, regional co-operation is also promoted in course development 
delivery and course adaptation.

Possible action by the Committee on Shipping

83. In the context of this draft programme of action the Committee on Shipping may 
wish to consider this training programme and in anticipation take the .necessary 
3teps to ensure that, at the end pf the current UNDP projects, UNCTAD can maintain 
the continuity of the network and system of co-operation, particularly since the needs 
of developing countries which gave rise to the TRAINMAR project have not yet been 
fully met.

10/ TRAINMAR UNCTAD/UNDP project training in the field of maritime transport. 
IFP UNCTAD/SIDA programme/on Improving Port Performance.

11/ For a description, of the TRAINMAR programme see UNCTAD, -'Technical 
assistance and training: the UNCTAD programme of technical assistance and training 
in shipping, ports and multimodal transport", (TD/B/C.4/262) pp. 33-38; and The 
TRAINMAR Programme, note by the UNCTAD secretariat (TD/B/C.4/282).
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THE BUENOS AISES PLATFORM a/

E. Declaration of the Fifth Ministerial Meeting of the Group of 77 on Shipping 
T26 March - 9 April 1983)

(Item 13 (b))
1. The Group of 77 is greatly concerned by the persistent disequilibrium in shippin 
caused by the irrational investment policies, subsidies and unfair competition which 
is widespread in the industry as a consequence of the protectionist policies adopted 
by developed traditional maritime countries. World shipping is undergoing a sustaine 
serious crisis mainly due to speculative over-investment leading to chronic over- 
tonnaging which acts as a major constraint in the development of national fleets of 
developing countries. The lack of fair and free access of developing countries to 
cargoes generated by their own seaborne trade due to the controls exercised by 
transnational corporations (TNCs) is a factor prompting developing countries to take 
unilateral corrective action.

2. Developing countries are committed to the orderly development of the shipping 
industry and seaborne trade and consider it essential that the international comraunit 
should benefit from the comparative advantage of developing countries in providing 
shipping services.

3 . The developing countries reaffirm their committment and desire to solve the 
problems in the shipping industry through international negotiations, dialogue and 
co-operation. For this purpose the Group of 77 intend to make the maximum use of the 
UNCTAD forum and other relevant international organizations, particularly for the 
establishment of internationally agreed rules and principles to facilitate the 
development of the shipping industry of developing countries and the recovery of this 
industry for the international community at large.

4. The developing countries, members of the Group of 77, strongly believe in the 
need for co-operation among themselves. They are convinced that in shipping, a 
ready-made opportunity exists for co-operation because of the complementarities 
available among themselves. The developing countries members of the Group of 77 call 
for meetings at appropriate levels to consider the establishment and adoption of a 
programme of action for co-operation and for strengthening and reinforcing the presen 
system of intra-regional and interregional transport of seaborne trade in order to 
complement the efforts to achieve a substantial increase in trade among themselves.

5. For this purpose the Co-ordinator of the Group of 77 in Geneva is requested to 
consult with the Secretary-General of UNCTAD with a view to seeking technical and 
substantive support and servicing for such meetings.

a/ Final document of the Fifth Ministerial Meeting of the Group of 77, 
77/MM(V)/13/Add.1, Annex II, pp. 4-5.
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RELEVANT SECTIONS OF THE FINAL REPORT a/ OF THE MEETING OF EXPERTS 

ON SERVICES RELATED TO TRADE OF THE GROUP OF 77 - 
GUATEMALA, 23-2? JANUARY 19^4

Recommendations 

Transportation 

Maritime Transport

The experts stressed the need for developing countries to co-operate among 
themselves interregionally in the following high priority areas:

fleet development

shippers’ councils

v- multimodal transport

- ports

- maritime legislation -■

. training.

Recommended that the following institutional mechanism be established:

(a) A council for developing countries shipowners’ associations consisting of 
associations that exist at national, subregional and regional levels;

(b) A council of developing countries shippers’ associations;

(c) Multimodal transport associations at regional and interregional levels;

(d) A council of developing countries port authorities associations and cargo 
handling organizations which could, inter alia:

- exchange experience and promote harmonization and extension of regional 
activities;

- provide governments and international organizations with information on
port related problems of international significance; ......

- generate and support technical activities and research requiring 
interregional involvement; ...

- provide a forum for the encouragement of technical assistance to the. 
port industry.

a/ G-77/ECDC/TD(i+3)RPT i. Office of the Chairman of the Group of 77, New York



In this context the experts noted the on-going work in UNCTAD on the elaboration 
of the programme of action for co-operation among developing countries in shipping, 
ports and multimodal transport in pursuance of the resolution and declaration on 
shipping at the Fifth Ministerial Meeting of the Group of 77 held in Buenos Aires,
March/April 1983«

Considered it necessary to reinforce the regional and subregional positions 
on maritime transport and to draw on experiences such as that of the multinational 
shipping company of the Caribbean, and to increase the exchange of information on 
maritime legislation, port legislation and training.

Emphasized the need to promote the maritime transport industry of 'the 
developing countries, as an essential way to resolve the problems created by 
speculative investments by the developed countries. This promotion should be undertaken 
by means of international negotiations aimed at stressing the need to augment an 
increased participation of the developing countries in world shipping tonnage.

Considered that the on-going work in UNCTAD on a model code for maritime 
legislation should be given high priority; and recommended that work in this regard 
be pursued in the interest of promoting harmonization of the national maritime laws of 
developing countries.

Recognized the vital importance of trade flow statistics linked to ship movements 
for the development of shipping services and international trade and noted.the 
successful introduction of a maritime information system in the Caribbean region, and 
further recommended that governments and regional groups draw upon this experience to 
develop their own maritime information systems and, where feasible, expand such systems 
to the interregional level..

Recommended th.e establishment.of subregional and regional centres for the 
exchange of equipment and ship accessories. .

Multimodal Transport-•;
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The;experts, being aware of the complexity of multimodal transport and 
containerization and of its impact on international trade, recommended the following 
measures: .,

- Creation of national multimodal transport operators;

- Establishment of regional associations of multimodal transport operators;

- Exchange of information regarding the availability of facilities and 
equipment for acquisition by and from developing countries as well as 
information acquired use of modern techniques and new methods of management;

- Urge UNCTAD to intensify its programme of training, workshops and seminars 
on the introduction and operations of multimodal transport in developing 
countries, as well as seminars on the implementation of the United Nations 
Convention on International Multimodal Transport of Goods. .



Bearing in mind customs transit principles contained in Article 32 and Annex I 
of the United Nations Convention on International Multimodal Transport of Goods and 
noting the advanced work of UNCTAD on Guidelines for Drafting of Transit Agreements, 
recommended that the UNCTAD secretariat make available these guidelines at the 
eleventh session of the Committee on Shipping when the programme of action for 
co-operation among developing countries in the area of shipping, ports, and multimodal 
transport is discussed.

Training

The experts noted the establishment under UNCTAD of the TRAINMAR Project which is 
a system of regional and interregional co-operation for the training of shipping 
Dorts and multimotiai transport managers at ail levels and a system of training 
institute based, inter alia , on the training of trainees: and which is already 
operational in Mexico, Managua, Lima, Abidjan, Mombasa, Casablanca, Tunis, Bombay, 
Madras, Kelang and Manila, where the system provides and facilitates transfer of 
instructors, trainers and training material.

Noted further that the survey which led to the implementation of the project 
estimated the needs of developing countries to consist in the training of 
60 ,000 managers at all levels during the i9'S0s.

The Experts Recommended:

Hie effective continuation of the projects, in order to ensure the attainment of 
all the targets set in the TRAINMAR Project.

That UNDP continue giving financial support to the project for its intensified 
implementation in developing countries.

That consideration be given to adopt a similar training approach for the 
training of manpower in other sectors of services in developing countries.

That port authorities and relevant training institutions of developing countries 
to take advantage of the training programme being offered by UNCTAD under the 
Improving Ports Performance Project (IPP).

That member States with installed capacity for technical training in the area of 
shipping, maritime techniques and telecommunications, as well as other sectors of 
services, make this availability known to other member States, and to the excent 
possible proceed to the training of personnel from developing countries.

That financial and. technical support should be sought from relevant international 
organizations to facilitate the training of manpower from and within developing 
countries.
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EXAMPLES OF INSTITUTIONAL, MULTINATIONAL, REGIONAL AND SUBREGIONAL 
CO-OPERATION IN MARITIME TRANSPORT

Non-commercial bodies

(a) Ports

(i) The Port Management Association of West and Central Africa

(ii) The Port Management Association of Eastern Africa

(iii) Tne Port Management Association of North Africa

(iv) Union of Maritime Ports of Arab Countries

(v) COCAAP - Regional Port Authorities Association for Central America 

(b ) Shipping

(1) MINICOMMAR - Ministerial Conference of West and Central African Stat 
on Maritime Transport

(ii) ACAMAR - Shipowners Association for Central America

(iii) Caribbean Shipping Association

(iv) COCATRAM - Commission of Maritime Transport in Central America

(v) ISCOS - East African Countries Intergovernmental Standing Committee 
on Shipping

(vi) Federation of Arab Shipping

(c ) Maritime training institutions

(i) Arab Regional Maritime Academy (Sharjah)

(ii) Arab Maritime Transport Academy (Alexandria)

(iii) Académie Régionale des Sciences de la Mer (Ivory Coast)
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B. Commercial bodies

(a) Shipping • ;

(i) NAMUCAR - Naviera Multinacional del Caribe S.A. -

(ii) WISCO - The West Indies Shipping Corporation

(iii) UASC - United Arab Shipping Company . : ./

(iv) AMPTC - The Arab Maritime Petroleum Transport Company ; .

(v) IRANO-Hind Shipping Company ;of, , i ■

(vi) INDO-Mauritius Shipping Venture

(b) , Shippers’ councils and negotiating bodies - - V  :V),-

(i) USUARIOS - Regional Shippers’ Council for Central America.: r; j; :

, (ii) Joint Negotiation Committee for West and Central African Countries 

(iii) FASC - Federation of ASEAN Shippers’ Council.
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Contributi on by_the Shipping Division o£ UNCTAD

C . Hunter

to Office Economic Social Crisis Africa 

(OESCA-Nairobi)

(Special representative UN Secretary-General) 

August 1984

This abbreviated version incorporated into Secretary-General's Report

Review of the emergency rehabilitation and reconstruction 
situation in food-aid and drought-affected countries

(A/39/594 23 October 1984)



II. B. An Updated Current: Assessment and Short-Term Outlook 

3 • Transport, Storage and Distribution 

3.1 Updated Current Assessment

Emergency relief supplies to affected countries need to be transported to 
storage areas and hence to distribution centres and settlements by the 
quickest, safest and cheapest means available. Basic transport infrastructure 
and fleet capacity usually exist in all subregions affected. However, the 
present peak demands cannot be sufficiently covered due to poor maintenance 
conditions. The transport function is under considerable strain which 
systematically jeopardizes timely deliveries of relief aid to affected areas.

Relief aid comprises three principal types of commodity, each calling on 
different transport and storage techniques: cereals, in bulk or bagged form 
and in large quantities rely on mass surface transport, with priority to rail; 
medicines and vaccines rely on fast specialized transport, air freight and 
road; water distribution calls on specialized road fleets.

The transportation of all relief aid commodities in the sub-regions 
affected presently suffers from major management deficiencies in satisfying 
sustained peak traffic demands: overall logistics management responsibilities 
for relief aid transport operations are often lacking; policies for mode 
priorities are not defined; as a result, co-ordination between all modes is 
deficient; inexperienced personnel and temporary absence of operational inputs 
such as maintenance, spare parts, fuel reduce potential transport supply.
Poor monitoring and communications systems do not contribute to improving 
future performances.

(a) Bulk and bagged cereals constitute the main part of food aid. The
emergency shortfalls of the staple foods supply entail peak demands at 
each link of the transport chain. The consequences of these peak demands 
are analysed in the following paragraphs, according to the import 
pattern. Recommendations are made in the subsequent section.

Maritime transport of cereals is often unco-ordinated between donors and 
therefore arrival patterns are not planned in relation to the receiving 
country's port capacities. Cereals are shipped in chartered vessels on a 
charter party basis which stipulates a contractual discharge rate of 
cereals in the receiving port. If the actual discharge rate of the port 
is below the contractual rate the chartered vessel incurs demurrage 
payments or ship's immobilization fees. Unless ship arrival patterns are 
scheduled to meet port capacity to unload, congestion arises immobilizing 
vessels awaiting discharge which in turn has serious financial 
implications.

Furthermore shippers often neglect to ascertain the adequacy of discharge 
and storage facilities when opting for bulk or bagged shipments, which 
creates further congestion.

The performance of the importing port can be measured by its ability to 
match the rates at which cereals are discharged from a vessel with the 
rates the cereal imports are lifted from the port by internal transport 
means (the port off-take rate).



2
In many cases there is a lack of co-ordination between the port 
cargo-handling operations and the surface modes for up-country rail or 
road deliveries. The port becomes increasingly used as a temporary 
warehouse rather than as a transit function. This leads rapidly to acute 
congestion with the same financial implications for vessel immobilization 
and demurrage fees as well as a jeopardization of timely deliveries of 
food aid up-country. It also can lead to a serious disruption of the 
country's normal foreign trade imports and exports of other commodities.

Congestion is further increased both by heavy administrative and customs 
procedures which in the case of an emergency should be waived or 
simplified and also by inadequate cargo-handling facilities due to lack of 
equipment management (lack of maintenance, spares and qualified personnel).

Bulk shipments also face the following port bottlenecks because of 
deficient logistics planning and absence of responsibilities:

if silo capacities or bagging facilities are insufficient or lacking, 
bulk cereals must be directly discharged from ship to rail wagons or 
trucks. Unless this operation is co-ordinated, productivity is 
seriously reduced;

furthermore, forwarders often lack the necessary elementary expertise 
to calculate the relief aid offtake peak demand for transport 
capacity: through shuttle trains or truck fleets are not programmed 
in advance of the ship's arrival;

forwarders also neglect the possibility of using up-country relay 
warehousing facilities which could also bag bulk thereby alleviating 
port pressure;

in other cases national or transit transport capacities are not 
adapted to mass bulk shipments. Bagging facilities have then to be 
provided in the receiving port or town warehouses. The latter 
circuit needs permanent rotations of trucks, time-consuming 
operations and additional appropriate labour.

For bagged cargo, very little use of elementary pre-unitized packaging 
techniques is made, such as pre-slung or palletized bagged cargoes. Such 
techniques would increase discharge productivity by facilitating cargo 
handling and on-transport.

The peak demand factor poses a major constraint on the first surface link 
of transporting cereals from the port to the major distribution or storage 
area.

The problem is twofold:

rational choice of the cheapest mode for mass bulk/bag transport

temporary inadequate fleet capacities and receiving facilities due to 
lack of logistics management.

The rational choice of giving priority to existing rail transport, which 
is the cheapest mode for mass long-haul transport is often neglected due 
to the absence of a well-defined transport policy or to the railways
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reluctance to increase capacity throughput because of non-incentive fixed 
low rates or finally to the lack of unloading facilities at 
nationa'i/regional up country centres.

Although road transport is more costly on a tonne/kilometre basis, this 
mode is often preferred due to direct delivery possibilities to affected 
areas. However, road transport cannot economically compete with long-haul 
transport of voluminous bulk. The sheer volume of cereal imports to be 
transported justifies the use of regular shuttle trains, where possible.
To mobilize the corresponding capacity of trucks would be exorbitatntly 
expensive and would hamper allocating road capacity to the distribution 
centres not served by rail.

However, allocating priority modal choice to rail on long-haul mass volume 
transit links is seriously hampered by the lack of emergency solutions and 
of logistical management. More importance should in some cases be given 
to innovative temporary solutions of:

adapting rail wagons to bulk transport are not often applied - hiring 
open wagons with tarpaulins or using open-top containers on platform 
wagons to increase the rail offtake capacity where hopper wagons are 
in insufficient supply.

using relay buffer discharge points in areas easily reached by roads 
from the rail network, with temporary unloading and storage 
facilities.

injecting marginal capital inputs for foreign currency purchases such 
as operational spares and fuel, together with increased maintenance 
(especially of locomotives).

If the entry port to main national distribution centre links were 
principally served by rail where possible, and if adequate bagging facilities 
were provided for bulk cargo, the availability of road transport capacity for 
onward forwarding to regional centres would be less of a problem, on condition 
adequate funding is available to cover the costs (fuel and labour, spare 
maintenance of the fleets).

Distribution from the regional centres to the affected settlement areas is 
presently confronted with several problems which differ from country to 
country according to the physical nature of the region affected and its 
size in relation to the settlements to be served, whether concentrated or 
dispersed.

The multiplication of regular small-scale road networks entails intricate 
logistics planning which often taxes local authorities' expertise. The 
state of many rural roads discourages road transport, as such feeder 
networks lack basic maintenance and repair, some even becoming 
impracticable during the rainy season, cutting off affected areas - small- 
scale storage facilities and basic storage management techniques at 
settlement level are often lacking.

The success of an emergency relief programme depends to a large extent on 
this final link. Close co-ordination between national or regional 
authorities and donors requires an operative institutional framework and 
full mobilization of assistance techniques other than licensed operators, 
such as the armed forces, voluntary organizations, youth movements, rural 
groupings.
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Animal traction is frequently ignored; likewise innovative possible 
emergency transport alternatives using new technology, such as army 
helicopters or airships to remote or inaccessible areas, are not envisaged.

Maintenance of rural roads should not be neglected even in a normal 
situation; the importance of maintaining such feeder networks becomes even 
more acute in an emergency situation. Mobilizing a part of the rural 
labour force in food-for-aid projects should be encouraged.

Finally, adequate funding for transportation of relief supplies of food 
aid is often not foreseen. Supplies for each affected country are not 
always rapidly delivered due to lack of financing of different links of 
the transport chain, especially for rural distribution (fuel and labour 
costs).

(b) Water and Fuel

Distribution of water and fuel supplies is faced with similar problems of 
small-scale specialized road transport needs. Water is usually 
distributed inside a country from one area to another. Specialized tanker 
truck and storage capacity is often lacking - likewise for fuel needed for 
small-scale domestic cooking.

(c) Medicines and Vaccines

The high value, low weight and perishable nature of this commodity to be 
transported would suggest intensive use of commercial air transport which 
would be competitive with any surface mode under time constraints.

Public health services and specialized agencies should mobilize existing 
distribution networks whilst future requests for such medicines and 
vaccines should, where necessary, include specialized refrigerated 
transport and local storage facilities.

3.2 Short-term outlook

The increase in cereal import requirements will severely tax the port and 
internal transport capacity of the region. In spite of further peak demands 
on the transport system, and except in several major crisis areas, the present 
capacity should be adequate to cope with the situation on condition this 
capacity is fully and rationally utilized. The present trend of poor 
logistics management and network maintenance must be reversed immediately in 
order to benefit from full capacity of all transport modes. This trend 
reversal is not only essential to overcome the emergency drought crisis but is 
also of paramount importance for short-term rehabilitation and 
medium/long-term recovery, in view of the prime role played by transport.

Simultaneously to reinforcement of on-going projects of the UN ECA 
Transport Decade, immediate measures must be taken to organize the different 
transport modes without major injections of a foreign or local capital 
expenditure nature.

The objective would be to transport relief supplies quickly and at least 
cost with, in most cases, existing capacities; this would be achieved by 
monitoring and planning the transport system to avoid, as is presently the 
case for many routes, internal transport costs amounting to double the average 
price of the relief aid commodity itself, due to absence of logistics planning 
resulting in acute congestion and bottlenecks.
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The cost of implementing such management measures would only be a fraction 

of the present cost of transporting relief aid on an unco-ordinated and 
disorganized basis. The benefits would reduce the financial implications of 
congestion and bottlenecks and ensure timely deliveries to affected 
populations.

It is therefore strongly recommended that a Transport Task Force System 
(TTFS) should be set up to increase the performance of potential capacities at 
every stage of the transport chain and for all the affected sub-regions.

The responsibility of such a 'task Force System would be to monitor, plan 
and implement logistics management of relief aid for affected areas. The TTFS 
would be established within the framework of UN technical assistance under the 
auspices of a lead agency such as UNCTAD whose combined expertise in shipping, 
ports and surface modes/transit corridors in Africal/ would co-ordinate 
transport, storage and distribution of relief aid from donor agencies, 
countries and NGO's.

The TTFS would remain operational for as long as the emergency situation 
requires, on the assumption that relief aid will continue in the short term 
and on condition the activities of such a task force satisfy the needs of an 
evolving situation.

The TTFS would be established on a subregional basis with an operational 
cell in every major entry port serving both affected national and land-locked 
country hinterlands as well as a subunit in major distribution centres 
up-country - for instance on a transit-corridor basis.2/

All interested parties would be represented through regular consultations 
with:

donor community (countries, NGO's and agencies)

each transport mode concerned (national rail/road boards, shipping 
companies, forwarders)

all authorities such as customs and other government bodies concerned.

It is recommended that the Transport Task Force implement the following 
measures:

1. Define a clear and precise overall transport policy for modal allocation 
according to commodity and to distance hauled e.g. establish priorities 
for rail or road where appropriate. This would need present and future 
monitoring of transport flows to measure (alternative) capacities, assess 
present and future needs. It would also mean that

1 /Respectively Shipping Division and the Special Programme for Least 
Developed and Land-Locked Countries would implement. The idea would be to 
inject a small amount of international expertise by operations specialists - a 
logistics ombudsman who would concentrate on utilizing existing capacity to 
the fullest.

2/ports concerned could be: Dakar, Abidjan, Lagos, Douala, Assab,
Mombasa, Dar es Salaam, Maputo and Nacala, all serving national and transit 
needs, (see table T.l)
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national authorities empower the TTFS to implement the necessary measures 
to ensure that policy is adhered to and hence that donor relief aid 
reaches affected areas in the quickest and cheapest way;

2. Ensure before loading that relief aid cereals are shipped by donors in a 
form compatible with the technical discharge facilities of the receiving 
entry ports (bulk or bags);

3. Monitor donor's charter agreements or relief aid vessels to co-ordinate 
ships' arrivals according to port discharge capacities;

4. Establish specialized emergency port operations to increase throughput

such as using lighters or I.CTs for additional discharge, combined 
with corresponding storage and offtake capacities; such as foreseeing 
bagging facilities;

such as alleviating import procedures (facilities for rapid customs 
clearance and levy exemptions should be negotiated for relief aid and 
urgently needed spare parts for relief transport).

5. Implement the strategy of priority modes according to commodity and 
destination by logistics pre-planning:

(a) high priority on rail transport for large volume bulk or bagged 
cereal consignments (where appropriate) entailing:

planning capacities needed to match port vessel discharge rate;

planning regular rotations of shuttle trains to up-country national 
and land-locked destinations (regular shuttle trains impose the least 
interruptions on normal rail traffic);

mobilizing (requisitioning) wagon and locomotive capacities 
throughout the relief operations;

where needed give priority to immediate locomotive and rolling stock 
repairs to boost capacity; use imaginative solutions of adapting 
unspecialized rolling stock for emergency bulk cereal transport;

where appropriate, foresee possible discharge points along the 
railway network for direct road delivery to surrounding affected 
areas by providing relay storage and bagging facilities where 
necessary (for direct distribution to settlements);

at the railhead, usually corresponding to a main distribution centre, 
foresee adequate temporary discharge facilities to cope with peak 
demand. Likewise foresee bagging facilities to alleviate pressure in 
the port and benefit from low cost bulk rates and superfluous double 
handling.

Priority to rail, where appropriate, would enable maximum 
availability of road transport for distribution from the railhead.
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(b) Where no rail infrastructure exists, similarly mobilize (requisition) 

road transport capacities (army, youth organizations, independent 
haulers) in regular shuttle rotations of trucks to inland 
destinations.

6. At regional distribution centres foresee sufficient and appropriate 
storage capacities (even temporary) pending distribution to settlements. 
Simple storage management techniques should be implemented to attain 
maximum capacity.

7. Establish regular distribution network programmes for road transport to 
affected areas (food, water, medicines). All available transport and 
storage means should be inventoried then mobilized into a co-ordinated 
distribution plan with local authorities and donors and according to areas 
served, distances, characteristics of terrain, state of feeder roads, 
settlement storage capacities.

8. Where appropriate, promote immediate implementation of rural road 
maintenance schemes based on food for aid principles, and put forward 
short-term alternatives using innovative technologies (such as 
airships/army helicopters) for small-scale distribution of consignments to 
geographically dispersed settlements. Also, promote the establishment of 
small, temporary storage units for settlements which can be erected within 
days (and subsequently dismantled and used for other purposes). In this 
context simple storage management techniques should be implemented; great 
care should be taken to clearly differentiate storage of consumable cereal 
grains from seed grains which are poisonous for human consumption.

9. Promote and organize the creation of an emergency Reserve Fund to 
alleviate the financial burden of distribution to settlements and to meet 
the financial pressure of hiring supplementary transport capacity and 
labour for relief operations: (also purchase of spares). Such a fund 
would receive contributions from donors and governments.

10. Ensure adequate communications between vital interchange points along the 
transport chain to monitor operations and to increase cargo security.
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II. A. Subregional Overview (see tables T.1-T.5 in annex)

Noth Africa

Data is presently unavailable to assess the problems and needs o£ the 
three countries concerned (Sudan, Morocco, Tunisia). Morocco has just been 
declared a food aid dependent area. Increasing cereal imports will place an 
extra burden on major port facilities (discharge and bagging) as well as on 
the surface transport system. Sudan is principally drought-affected and faces 
two problems: Port Sudan offtake capacity of up-country railway and road 
transport; inaccessability to the southern part of Sudan which should be 
served by Kenya.

West Africa

The transport situation for coastal countries without transit 
responsibilities to land-locked countries is improving for Mauritania, whose 
well-established relief operations withstand the strain of increasing import 
requirements, whereas Guinea and Gambia will experience sustained pressure on 
their distribution networks.

For coastal countries with transit responsibilities the situation varies 
considerably. Senegal, apart from serving its own needs serves the Mali 
corridor which is plagued by slow rail offtake from Dakar, although port 
management has improved and discharge and storage capacity is adequate. The 
result has been diversion of some Mali shipments through Abidjan port which 
also serves Burkina Fasso corridors.

As import requirements passing through Ivory Coast to her two land-locked 
neighbours Increase, with supplementary difficulties in transport and storage 
due to the rainy season, pressure will build up on these corridors. There is 
also a tendency to service these land-locked countries by relying more on road 
than rail transport which produces unjustified rate increases (transport costs 
from port to district exceed the value of basic food-aid commodities).

Although Ghana will only have to cover its own needs, port facilities in 
Tema and up-country routes could be used for transit hinterlands on condition 
the newly- received equipment is maintained.

Togo will not only have to cover its own needs but also serve by road East 
Mali, Burkina Fasso and Niger which corridors will come under similar transit 
pressure. Although national requirements for Togo will be alleviated by 
recent good harvests, united capacity in Lomé port will require careful 
scheduling of arrivals; logistics co-ordination will be essential to handle 
with demand.

The Benin-Niger corridor has improved performance over the last months. 
Port congestion and unreliable transit transportation have been overcome 
through better road and rail services. Logistics management has greatly 
assisted food reception in Niger. Benin's recent good harvest will ease the 
national situation.
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Finally, the use of the Nigeria - Niger/Chad corridors poses no problem 

through Apapa port facilities and it is reported that road services are 
presently adequate although existent rail transport up to North Provinces (and 
Chad) should offer a cheaper mass transit alternative as road rates are more 
than double the value of cereals transported.

Furthermore, it is essential for final delivery into Chad that the 
Nigeria-Chad border remains open for food-aid otherwise unsustainable pressure 
would build up in the alternative route via Cameroon.

It should be noted that all subregional countries face serious problems of 
internal distribution due to poor infrastructure networks and feeder fleet 
capacity.

Central Africa

The only island country in this subregion, Sao Tomé and Principe, will 
continue to be under severe pressure for receiving increased import 
requirements due to limited port storage capacity and poor offtake capacity. 
Insufficient transport delivery capacity will further jeopardize timely 
deliveries.

The needs of the two land-locked countries in this subregion, Chad and 
Central African Republic, will increase and therefore strain transport 
capacity along the respective Nigeria, Cameroon corridors for Chad and 
Cameroon, Congo corridors for CAR.

Pressure on the Cameroon-Chad Corridor has recently been eased with the 
improvement of the Chari ferry throughput, although the rising demand will 
need further capacity increases. Storage capacities in Chad are being 
upgraded but fuel shortages due to the Nigerian border closure are acute.
Lack of spares and maintenance reduce the road fleet capacity and civil strife 
further impede deliveries to affected areas. Donor subsidies on transport of 
food aid are essential to ensure delivery; transport costs along the two 
corridors serving Chad rank amongst the highest in Africa, since Chad is the 
remotest served country.

Deliveries to the Central African Republic are hindered by a number of 
rail/river transhipments and seasonal closure of river ports on the Congo -
C.A.R. corridor. Direct trucking (or rail/road) from Douala is now possible, 
reducing losses and transit time but at exorbitant costs. It should be noted 
that Douala and Pointe Noire ports offer ample capacity.

East Africa

The two coastal countries without transit responsibilities, Ethiopia and 
Somalia continue to face critical transportation conditions. In spite of some 
improved road logistics management in Ethiopia, the large volume of import 
requirements will entail substained pressure on the limited discharge and 
offtake rates of Assab and Massawa ports. Persistent lack of suitable 
transport and management deficiencies (fuel, spares and maintenance) affect 
the delivery performance to regional centres, whereas low road network density 
and lack of storage in northern affected areas hamper timely deliveries.
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Serious congestion at: Somali ports constitutes a major transport 
constraint. Mogadiscio and Berbera ports are poorly equipped in discharge and 
storage facilities. Fuel and village storage shortages affect inland 
transportation. Djibouti should continue to serve areas of Ethiopia as long 
as the rail corridor is reliably maintained. The two coastal countries with a 
transit responsibility, Kenya and Tanzania, also face serious problems in 
national affected areas. Tanzania serves Burundi, Malawi, (Uganda) and 
eastern Zaire corridors although a great proportion of the Malawi and Zimbabwe 
imports pass through South African ports.

In spite of recent improvements in Dar es Salaam port offtake, bottlenecks 
to regional distribution centres and land-locked countries will include a 
shortage of road vehicles, fuel and spare parts, shortage facilities and a 
poor throughput of the railway network due to slow rotations in turn due to 
poor logistics planning. The projected increase of national and transit 
country imports will place Tanzania's transportation capacity under serious 
strain.

Kenya now faces substantial national import increases of food aid which 
will exert critical pressure on Kenya's upcountry storage, inland road and 
rail services as well as on the port of Mombasa unless immediate logistics 
planning measures are taken to mobilize all available capacities. Hence, over 
the next nine months the substantial required imports for Rwanda and Burundi 
(without mentioning Uganda's needs) should avoid using possible saturated and 
costly road services through Kenya but should opt for alternative routes at 
more competitive rates (Tanzania) and to pre-empt the recurrence of past 
transport experiences (air freighting of cereals).

Southern Africa

Angola is the only coastal country in the subregion with, at present, no 
transit responsibility. However, the internal situation in Angola has reached 
critical proportions. Widespread devastation has been caused by foreign 
occupation and civil strife; transport and storage infrastructures (roads, 
bridges, sheds) have been damaged or destroyed in the southern provinces of 
Cunene and Huila, together with parts of the road fleet capacity. Increasing 
drought conditions will mean Angola will again face serious pressure on the 
ports of Luanda, Lobito and Mocamedes, where productivity rates of discharge 
and offtake facilities are extremely low due to poor maintenance, lack of 
spares, etc. Inland distribution systems have suffered from lack of adequate 
resources (fleet capacity and infrastructure maintenance) producing a critical 
transport picture.

Mozambique, a coastal country with major transit responsibilities, is also 
facing an alarming situation. In the past four years requirements of cereal 
imports have increased threefold. Because of civil strife, natural disasters 
(cyclones and drought) and poor management Mozambique is facing a human 
tragedy of vast proportions. Infrastructure (roads and railways) are in a 
serious state of disrepair and virtual collapse. Port rates of vessel 
discharge are not met by corresponding offtake rates; imports then pile up in 
Maputo, Beira and Nacala. Shortage of rail and road capacity and insecurity 
along the south/centre/north coastal roads hinder timely deliveries to needy 
communities. Fuel, spare parts and mechanics are desperately needed to 
rehabilitate existing fleets into working order; although donors have recently 
reacted by supplying trucks, there still remains a great need for additional 
purchases of road transport capacities as well as urgent inputs to the surface
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infrastructure (maintenance and repair). This situation presents Mozambique 
serving transit functions to Malawi and Zimbabwe - the least costly route, 
thereby obliging the latter countries are served by alternative ports and 
routes.

On the Mozambique - Malawi - Zimbabwe rail corridors (from Beira and 
Nacala) the Beira-Malawi railway line is presently inoperational, whilst the 
two other lines have severe capacity restrictions. Among the four affected 
land-locked countries, Zambia cargo mostly transits through Tanzania, whereas 
Zimbabwe, Botswana and Lesotho rely to a great extent on South Africa's 
transport systems to receive their cereal imports.

All affected countries of this subregion suffer from acute internal 
distribution problems due to lack of management and maintenance of the 
transport system, aggravated by shortages of foreign currency to purchase 
spares, fuel and other equipment needed.
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III. A .2 Sec tora1 Poli ci os

Traxisport _ and Cominunications

The analysis of the present crisis has demonstrated that an overall 
systems management approach to transportation must be Introduced.
Disconnected improvements in each transport subsystem will only produce 
limited results. The crisis situation has emphasized the essential need for 
logistics management through strict co ordination between all links of the 
transport chain.

The suggested establishment of the subregional Transport Task Force System 
to plan present relief operations should in turn become a permanent national 
or transit operational unit responsible for systematic and continuous planning 
of all traffic flows according to national policies. The unit would monitor 
performance and costs of each link to improve the choice of priority modes 
according to commodities transported and destinations served. It would 
operate within the framework of existing transit corridors to serve 
land-locked countries.

It would also introduce incentive mechanisms for priority modes as well as 
corrective measures to prevent tariff distortions.

It would undertake subregional logistics management, develop prospects for 
donor assistance and assess needs for technical assistance and training.

Other structural adjustments in the transport sector must be pursued 
through the implementation of on-going projects and programmes of action.

In shipping, African countries should seek further equitable participation 
in national or regional shipping services. They should reinforce their 
cargo-transporting share through co-operation among themselves through the 
establishment of cargo aggregation and sailing rationalization schemes, of 
bulk cargo shipping pools, of shippers councils. Such essential co-operation 
would reduce their present increased economic dependency on other developed 
countries, would enable them to influence shipping conferences and the level 
of freight rates and, finally, prevent the disruption of shipping during 
emergencies.

Port performance must be more thoroughly monitored to underline present 
deficiencies which are to a greater extent in equipment management and 
logistics inter-mode co-ordination. Co-operation between developing countries 
in technical assistance and adapted training will continue to play a major 
part in providing the expertise needed for increasingly specialized bulk and 
unitised traffic such as containers.

Rehabilitation of surface modes is also a priority for future recovery 
programmes.

In the rail subsector, part of the rolling stock capacity is inoperational 
due to lack of maintenance and spare parts. Likewise neglect of 
infrastructure has led to low train throughput. The present crisis will 
worsen the bottleneck situation due to intensive use of limited capacity.

{
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Road transport capacity suffers mostly from poor maintenance of national 
highways and feeder networks. Future rural-urban income generating exchanges, 
essential to any economic recovery, are partly conditioned by the massive 
improvement of secondary roads. Rural communities should be mobilized to 
repair and then maintain these vital links on a permanent basis. Fleet 
capacity should be increased through improved maintenance.

Costly water distribution should be replaced by more permanent rural water 
supplies through wel1-digging schemes.

Rural storage capacities must be improved to cope with the present crisis 
and will prove invaluable for future food relief, intermediate agricultural 
inputs and for protected seed storage.

Finally, priorities should be given to improving services to land-locked 
countries through transit corridors and the implementation of multimodal 
policies such as the harmonization of regulatory policies and administrative 
procedures, multilateral action relating to the provision of infrastructure 
and the establishment of national and regional multimodal transport operators.
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Council. The secretariat is in Malta, directed by an Executive Director. 
These bodies are composed as follows:
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President: H.E. Ambassador Layachi Yaker, Algeria
Secretary: E.C. Vanderbilt, USA
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E.M. Borgose, Canada 
Jorge Castaneda, Mexico 
René Jean Dupuy, France 
King Gordon, Canada 
Alexander King, U.K.
Jan Pronk, Netherlands 
Roger Revelle, USA 
Mario Ruivo, Portugal 
Anton Vratusa, Yugoslavia 
Joseph Warioba, Tanzania

PLANNING COUNCIL

E.M. Borgese, Canada, Chairman 
E.C. Vanderbilt, USA, Secretary

Members :

Patricia Borrrie, U.K.
Tom Busha, USA 
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Nigel Calder, U.K.
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Jacques Piccard, Switzerland 
Gunnar Saetersdahl, Norway 
Jun Ui, Japan
F.C. Vanderbilt, USA

EXECUTIVE DIRECTOR:

F.C. Vanderbilt, USA.

4. Following the organisation of Paceni in Maribus I and II in Malta in 1970
and 1971, the 101 was officially established at the University of Malta in 
1972, in cooperation with UNDP and the Government of Malta. To date it 
has organised fourteen Pacem in Maribus conferences devoted to all aspects 
of marine policy and the law of the sea and ocean management and
development. The latest of these, attended by 500 participants, took
place in the Soviet Union and was devoted to problems of shipping, 
navigation and sea-borne trade. UNCTAD was represented by Rainer Vogel.

The 101 has engaged in substantial marine policy research and has 
published a series of proceedings, [occasional] papers, manuals, and five 
volumes (600 pages each) of the Ocean Yearbook. During the last five 
years the IOI has organised sixteen training programmes in the management 
and conservation of marine resources. In this effort, the IOI has 
cooperated with a number of technical institutions and U.N. agencies and 
institutions (UNEP, FAO, UNESCO, IOC, IM0, UNCI AD, 0LIB).

5. The 101 Statutes are attached.

6. AIMS, OBJECTIVES: to study in depth issues relating to the making of a
new order For the oceans as part oF, and model for, a new international
economic order; to increase public awareness of these issues; to assist 
developing countries to maximize benefits From the new order in the 
oceans; to contribute to the further evolution of the Law of the Sea; to 
contribute to the integration of the marine sector in development 
strategy; to contribute to the development of an institutional framework 
For the effective implementation of the UN Convention on lhe Law of the 
Sea.

These objectives are pursued through research, publications,.conferences
and training p rogrammes.

7. Board of Trustees and Planning Council meet at least once a year. During
the last few years, the practice oF having joint meetings has evolved. A
majority constitutes a quorum. Decisions are made by majority. In
practice they are made by consensus. The President of the Board and the 
Chairman of the Council work closely together in implementing decisions 
and programmes. The 101 is an independent international non governmental 
organisation without constitutional, administrative or financial relations 
w i t h a n y o 111 e r o r g a n i s a t i o n .

8. I d  has an annual conference, Pacem in Maribus Average attendance is
70-100. !'■ *rt ic ipanl s in P m cm Maribus are not necessarily members of
IO I .  Some are member's oF IOI governing bodies, others are specially
j.nv i l ed experts .
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9. There are no membership fees, 
which is allocated as follows:

Malta office maintenance, salaries
3 t ra i n i ng p rog ramrne s
Pacem in Maribus
Ocean Yearbook
Mi see 1laneous

Total

T h e a n n u a 1 b u d g e t :i. s a round C a $ 8 00,000

$ 5 0 , 0 0 0 . 0 0  

6 0 0 ,0 0 0 . 0 0  
100,000.00 

2 0 , 0 0 0 . 0 0  
3 0 , 0 0 0 . 0 0  

$ 0 0 0 , 0 0 0 . 0 0

One main donor is the Canadian International Development Agency (CIDA) 
with an annual contribution of $175,000.00 followed by the Commonwealth 
Secretariat, with an annual contribution of $60,000.00. Other
contributions come from various U . I\1. agencies, in particular, UI\lfP, UNESCO 
and, occasionally FA0/UNDP; other major contributions, often in local 
currencies and in kind, but amounting to as much as $150,000.00, come from 
Governments hosting either Pacem in Maribus or one of the training 
programmes. Contributions also have come from SIDA (Sweden), the
Government of the Netherlands, the 0PI.C fund, and other donors.

10. Our main publication is the Ocean Yearbook, published for the 101 by the
University of Chicago Press. Copies are available from UNCI AD. Volumes 
average 600 pages. Five volumes have been published to date; Volume VI 
is in preparation. The price is $50.00, average circulation, 3,000 
copies. The volumes are distributed, as much as possible, free of cost to 
institutions in developing countries. UNESCO is assisting in this. - 
Other publications: 101 Occasional Papers, including research reports,
collections of papers, Reports by training programme participants and 
training programme teaching materials. There is also a series of 
Conference proceedings.

11. Bibliographical reference to the Work of the .1.01 can be found in all 
professional bibliographies, including those issued by the Law of the Sea 
Library of the U.N.

12. 101 has initiated the process of obtaining consultative status with the 
Economic and Social Council. It has observers status with the law of the 
Sea (UNCLOS III and PREP.COM.) and with the I WO (International Whaling 
Organization). It has consultative status with UNESCO, and contractual 
agreements with IMO, UNIDO, and the World Bank. 101 does not form part of 
any other international organization which has observer or consultative 
status with UNCTAD or any other organization within the U.N. system.

13. Ambassador Layachi Yaker, President, Board of Trustees Elisabeth Mann 
Borgese, Chairman, Planning Council F.C. Vanderbilt, Executive Director.
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14. I01's interest in shipping and sea borne trade, in the development of 
small island states and landlocked states, is relevant to the work of 
UNCTAD. It is in these particular areas that 101 could contribute to the 
work of UNCTAD. The same goes for commodity policies, especially in the
mineral sector, with which 101 is dealing in the context of the Sea bed
Authority.

On the other hand, 101 has benefited greatly from the training capacity of 
UNCTAD and would like to further expand cooperation in training. I his 
could perhaps best be achieved by designating the 101 as a TRAINMAR 
Center. 101 would be happy to use TRAINMAR material in its regular- 
training programmes and to cooperate with UNCTAD in the development of new 
material.

15. Address: International Ocean Institute, P.0. Box 524, Malta. Cable:
IN IEROCEAN, Malta. Telex: 0406 1946 Oceans MW. Telephone: (356) 26596.

Also: P rofe ssor E .M . Rorge se, De p t. of P o1i t i c a 1 8c i en c e, D a1housi e
University, Halifax, N.S. B3H 4116, Canada. Cable: INTEROCEAN HALIFAX.
Telex: DALUNIVLIB. Telephone: (902) 424 2396 or 424 2038.

The working language of the organization is English.

El ...
Chai rman, P1arm i ng Counc1 1 
D e p t . o f P o 1 i t . S c i. e n c e 
D a 1 h o u s i e U n i v e r s i t y 
Halifax, N.S. B3IT 4116 
Canada

Geneva, 2 September 1985.
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OFFICE OF THE SECRETARY-GENERAL 
OF UNCTAD

Télégrammes: UNATIONS, GENEVE 
Télex : 28 96 96
TéléphonêT^ 601V  310211 

TDI 121REF. N°:(à rappeler dans la réponse)

Palais des Nations 
CH-1211 GENÈVE 10

17 December 1985

Dear Ms© Mann Borgese,

This is to acknowledge receipt of your letter of 4 September 
1985 addressed to Mr© Raymond Klee, temporary editor© I regret 
to inform you that your letter was only received in the UNCTAD 
registry after the manuscript had already been sent for printing© 
The corrections you desire, could therefore, unfortunately, not 
be carried out any more©

Meanwhile, the Trade and Development Review No06 has been 
sent out to people on our mailing list, and we are pleased to 
inform you that your article was well received©

With kind regards and best wishes for the coming year©

Special Assistant 
to Mr. J©P;Pronk

Ms© Elisabeth Mann Borgese
International Océan Institute
PoO© Box 524
VALLETTA
Malta
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Télégrammes : UNATIONS, GENÈVE Palais des Nations
Télex: 28 96 9G CH -1211 GENÈVE 10
Téléphone: 34 60 11 31 02 11 
RÉF N„. TDO 500 UNIV/INS
IÂ rappeler dans la réponse)

RV/tak

• 15 February 1986

Dear Caroline,

Upon my return to Geneva I should like to take this opportunity of 
thanking you and your colleagues for the tremendous efforts made to 
make our stay in Malta so pleasant and successful.

I am very grateful to you for giving me the chance to get to know 
much more about the functioning of the Institute and its sponsors as 
well as its activities. I particularly enjoyed talks with the other 
colleagues and the friendly atmosphere of the meetings. Finally, I 
managed to return safely to Geneva (via Tunis) despite the fact that 
Rome was snow-bound.

Aw. I

<slto

Meanwhile, I have had a further discussion with the Chief of the 
External Relations Unit regarding the application of the International 
Ocean Institute for observer status with UNCTAD. The situation is that 
applications, including supporting documentation, have to be sent to 
governments 8 weeks before the meeting of the Trade and Development 
Board in 6 languages. If this condition is not fulfilled then governments 
will refuse to consider the application. In order not to complicate the 
matter it was decided to postpone the submission of the 101 application 
to the next session of the TDB which will take place in Autumn 1986.
This in no way means that any of the ongoing activities will suffer from 
this incident. Invitations to any meeting of interest to you will be 
sent separately.

May I once again express my thanks to you and your colleagues for 
all arrangements contributing to the success of the Workshop on Training 
in Marine Affairs.

Ms. C.F. Vanderbilt 
Executive Director 
International Ocean Institute 
Valletta 
MALTA

Yours singerely,

el
ector
vision

R. Vo
Deputy Dif 

Shipping DL



TDO 451 IOI 4 February 1986

Dear Sir,

I acknowledge with thanks receipt of your application for status with 
UNCTAD, including the Statute of International Ocean Institute (IOI), 
which you have sent through Mr. R. Vogel, Deputy Director of the Shipping 
Division of UNCTAD.

Unfortunately, it will not be possible to process IOI’s application 
for submission to the forthcoming Trade and Development Board meeting, 
scheduled to be held in March 1 9 8 6, as our final cut-off date for receipt 
of fully documented applications was 15 October 1 9 8 5.

The next opportunity for the presentation of IOI’s application to the 
Board will therefore be at its thirty-third session, which will be held in 
Autumn 1 9 8 6.

Yours sincerely,

I . Dioumoulen
Chief, External Relations Unit

International Ocean Institute
P.0. Box 524
Malta

Copy to: Professor E.M. Borgese 
Mr. R. Vogel
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Télégrammes: UNATIONS, GENÈVE
Télex: 28 9696
Téléphone: 34 60 11 31 0211

RÉF. N°: TDO 500 UNIV/INSTIT

CH-1211 GENÈVE 10
Palais des Nations

(à rappeler dans la réponse)
RV/tak

22 May 1986

Dear Elisabeth,

I refer to your letter of 11 May 1986 for which I would like 
to thank you.

It is hoped by all of us that you are doing well and that 
matters are in hand.

With regard to my letter to Caroline, it seems to me that there 
is some misunderstanding, which I would like to clarify. The matter 
was raised on my part in that letter as it was one of the reasons why 
it was decided to postpone the submission of the International Ocean 
Institute to the Trade and Development Board.

However, I have checked once again, everything is now in order 
and nothing needs to be done at your end. The translation (in six 
languages) has been made and according to schedule the Trade and 
Development Board will deal with the application during its next 
meeting scheduled for the autumn. As soon as the document is in 
distribution, I will mail copies to you in all languages which might 
be useful for other purposes as well.

I hope that I have a chance of meeting you again soon.

With very best wishes,

Dr. Elisabeth Mann Borgese 
Dalhousie University 
1325 Edward Street 
Halif ax 
Nova Scotia 
Canada B3H 3^5

Yours sincerely

Rainer Vogel 
Deputy Director 
Shipping Division
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thirty-third session 
(second part)

NOTIFICATION

Trade and Development Board 
thirty-third session (second part) 
Geneva, 24 March - 1 April 1987

The second part of the thirty-third session of the Trade and Development 
Board will open at 3 p.m. on Tuesday, 24 March 1987 in Room XX at the Palais 
des Nations, Geneva. It is scheduled to end on Wednesday, 1 April.

The provisional agenda is annexed hereto. The annotated version is being 
circulated under the symbol TD/B/1125 and Add.l.

As requested by the Board at the first part of its thirty-third session, 
the Secretary-General of UNCTAD will consult delegations on the organization 
of work, and the resulting suggestions will be issued in document 
TD/B/1125»/Add . 2.

When determining the size and composition of their delegations, 
Governments may wish to bear in mind that two and, on several occasions, throe 
meetings are likely to be held concurrently. Arrangements will be made, in 
accordance with the provisions of Conference resolution 9b (IV), for the 
holding, as required, of bilateral and multilateral consultations (item 7 of 
the provisional agenda).

Members of the Board (see list attached) are requested to submit to the 
Secretary-General of UNCTAD, by 17 March 1987, the credentials of their 
representatives and the names of alternate representatives and advisers who 
will participate in the session.

Other participants (i.e. members of UNCTAD not members of the Board, the 
specialized agencies, the International Atomic Energy Agency, 
intergovernmental bodies, and non governmental organizations in the General 
and Special Categories wishing to participate as observers) are requested to 
inform the Secretary-General of UNCTAD by 17 March 1987 of the names of their 
representatives.

All communications concerning representation should be sent in dup l̂icati- 
to the UNCTAD secretariat (Registration and Credentials), Palais des Nations,
CH 1211 Geneva 10.

K.K.S. Dadzie
Secretary General of UNCTAD

16 February 1987



Trade and Development Board 
thirty-second session 
(second part)

ANNEX

PROVISIONAL AGENDA*/

1. Procedural matters:

(a) Adoption of the revised agenda and organization of the work of the 
second part of the session

(b) Adoption of the report on credentials

(c) Provisional agenda for the thirty-fourth regular session of the Board 
and organization of the work of the session

(d) Designation of the President of the thirty-fourth regular session of 
the Board

2. Specific matters arising from the resolutions, recommendations and other 
decisions adopted by the Conference at its sixth session requiring 
attention or action by the Board at the second part of its thirty-third 
session

3. Protectionism and structural adjustment

4. Seventh session of the United Nations Conference on Trade and Development

b .  Matters requiring action by the Board arising from or related to reports 
and activities of its subsidiary and other bodies

6. Other matters in the field of trade and development

(a) Technical co-operation among developing countries: co-operative 
exchange of skills among developing countries (Board
decision 327 (XXX11))

(b) Preparations for the global review and appraisal of the 
implementation of the Substantial New Programme of Action for the 
1980s for the Least Developed Countries (Board decision 329 (XXXII))

7. Trade relations among countries having different economic and social 
systems and all trade flows resulting therefrom

8. UNCTAD's contribution to the implementation of the United Nations 
Programme of Action for African Economic Recovery and Development 1986-1990

*/ Drawn up pursuant to Board decision 338 (XXXLII) of 9 September 1986 
on "Rationalization of the regular sessions of the Trade and Development Board" 
and approved by the Board at the first part of its thirty- third session.



9. Institutional, organizational, administrative and related matters:

(a) Treatment of new States members of UNCTAD for purposes of elections

(b) Announcement of any changes in the membership of the Board and 
election to membership of main Committees

(c) Designation of intergovernmental bodies for the purposes of rule 78 
of the rules of procedure

(d) Designation and classification of non-governmental organizations for 
purposes of rule 79 of the rules of procedure

(e) Review of the calendar of meetings

(f) Administrative and financial implications of the actions of the Board

10. Other business

11. Adoption of the report of the Board.

-  2 -



C O N F E R E N C E  D E S  N A T I O N S  U N I E S
SUR LE COMMERCE ET LE DÉVELOPPEMENT

U N I T E D  N A T I O N S  C O N F E R E N C E
ON T R A D E  A N D  D E V E L O P M E N T

TDO 243
thirty-third session 
(second part)

MEMBERSHIP OF THE TRADE AND DEVELOPMENT BOARD

Afghanistan
Algeria
Angola
Argentina
Australia
Austria
Bahrain
Bangladesh
Barbados
Belgium
Benin
Bhutan
Bolivia
Brazil
Bulgaria
Burkina Faso
Burma
Burundi
Byelorussian Soviet 
Socialist Republic 

Cameroon 
Canada
Central African 
Republic 

Chad 
Chile 
China 
Colombia 
Congo 
Costa Rica 
Cote d 1Ivoire 
Cuba 
Cyprus
Czechoslovak j a 
Democratic People's 
Republic of Korea 

Democratic Yemen 
Denmark
Dominican Republic
Ecuador
Egypt
El Salvador
Ethiopia
Finland
France
Gabon
German Democratic Republ

Germany, Federal 
Republic of 

Ghana 
Greece 
Grenada 
Guatemala 
Guinea 
Guyana 
Haiti 
Honduras 
Hungary 
India 
Indonesia 
Iran (Islamic 
Republic of) 
Iraq 
Ireland 
Israel 
Italy 
Jamaica 
Japan 
Jordan 
Kenya 
Kuwait 
Lebanon 
Liberia 
Libyan Arab 
Jamahiriya 

Liechtenstein 
Luxembourg 
Madagascar 
Malaysia 
Mai i 
Malta
Mauritania
Mauritius
Mexico
Mongolia
Morocco
Namibia
Nepal
Netherlands 
New Zealand 
Nicaragua 
Nigeria 
Norway 

ic Oman

Pakistan
Panama
Papua New Guinea 
Peru
Philippines
Poland
Portugal
Qatar
Republic of Korea
Romania
Saudi Arabia
Senegal
Sierra Leone
Singapore
Somalia
Spain
Sri Lanka
Sudan
Suriname
Sweden
Switzerland
Syrian Arab Republic
Thailand
Togo
Trinidad and Tobago
Tunisia
Turkey
Uganda
Ukrainian Soviet Socialist 
Republic

Union of Soviet Socialist 
Republics

United Arab Emirates 
United Kingdom of 
Great Britain and 
Northern Ireland 

United Republic of 
Tanzania

United States of America
Uruguay
Venezuela
Viet Nam
Yemen
Yugoslavia
Zaire
Zambia
Zimbabwe (130)



UNITED
NATIONS TD

United Nations Conference 
on Trade and Development

Distr.
GENERAL

TD/B/C.4/AC.9/2 
19 May 1987

Original: ENGLISH

TRADE AND DEVELOPMENT BOARD 

Committee on Shipping
Ad hoc Intergovernmental Group of Senior Officials 

on Co-operation among Developing Countries in 
Shipping, Ports and Multimodal Transport 

21 September 1987 
Item 3 of the provisional agenda

CO-OPERATION AMONG DEVELOPING COUNTRIES IN SHIPPING, 
PORTS AND MULTIMODAL TRANSPORT

Report by the UNCTAD secretariat

GE.87-55739/871OE



TD/B/C. 4/AC. 9/2
page ii

Chapter

INTRODUCTION

I. CO-OPERATION AMONG DEVELOPING COUNTRIES IN WORLD SHIPPING 

II. CO-OPERATION IN THE PROVISION OF SHIPPING SERVICES .....

A. Co-operation among shipping companies ...............
B. Existing co-operative agreements ....................
C. Joint ventures .......................................
D. International shipowners' associations ..............

1. Membership .......................................
2. Objectives .......................................
3. Administrative structures .......................
4. Interregional co-operation between shipowners'

associations .....................................
E. Co-operation in the establishment of shipbroking

centres ..............................................

III. CO-OPERATION AMONG SHIPPERS' COUNCILS OR ORGANIZATIONS
AND AMONG COMMODITY GROUPS ..............................

IV. CO-OPERATION IN ASPECTS OF MARITIME LEGISLATION ........

A. Maritime fraud .......................................
B. Marine insurances UNCTAD model clauses on marine

hull and cargo insurance ............................
C. Harmonization of national legislation ...............

V. MULTIMODAL TRANSPORT....... .............................

A. Objectives and background ...........................
B. Promotion of the Hamburg Rules and the MT Convention
C. Implementation measures .............................
D. Establishment of regional/subregional associations of

parties involved in multimodal transport and 
containerization .....................................

E. Examples of possible objectives and activities .....
F. Concerted action through regional/subregional

economic integration organizations with a view to 
becoming contracting parties to the Hamburg Rules 
and the MT Convention ...............................

Paragraphs

(i) - (v)

1- 9

10- 56

10-  21 
22- 27 
28- 35 
36- 55 

42
43- 45 
46- 50

51- 55

56

57- 90

91- 108

92- 103

104-107
108

109-131

109-113
114-118

119

120121-122
123-124



TD/B/C.4/AC.9/2
page iii

CONTENTS (continued)

Chapter

G. Establishment of regional/subregional 
intergovernmental standing committee to harmonize 
national laws regulating multimodal transport ...

H. Rights and duties of container terminal operators
and users .......................................

VI. CONCLUSIONS AND RECOMMENDATIONS .....................

Annex

Paragraphs

125-126

127-131

132-151

Major regional and subregional intergovernmental and private 
organizations grouping interests of developing countries concerned with 
maritime transport



TD/B/C.4/AC.9/2
page iv

INTRODUCTION

(i) In Conference resolution 144 (VI), unanimously adopted by UNCTAD VI, the 
UNCTAD secretariat was requested, inter alia, to prepare a draft programme of 
action for co-operation among developing countries in the area of shipping, 
ports and multimodal transport. In response to that request, document 
TD/B/C.4/273 was prepared and submitted to the Committee on Shipping for 
consideration at its eleventh session. 1 /

(ii) Subsequently, the Committee on Shipping, in its resolution 53 (XI), 
invited the Secretary-General of UNCTAD to convene a meeting of an ad hoc 
intergovernmental group of senior officials to give further detailed 
consideration to the draft programme of action and requested the UNCTAD 
secretariat to provide the necessary documentation for the meeting, as well as 
an inventory of existing co-operation agreements. The present report has been 
prepared by the UNCTAD secretariat in response to this request.

(iii) The report analyses the most important types of co-operative 
arrangements referred to in document TD/B/C.4/273 in order to enable the 
Ad hoc Intergovernmental Group to establish priorities and modalities for 
future action. It also suggests particular areas in which co-operation could 
be further developed, as well as institutional mechanisms that could launch 
the process of implementation of co-operation in the light of the priorities 
to be established. A list of major regional and subregional intergovernmental 
and private organizations grouping interests of developing countries concerned 
with maritime transport is shown in the annex to this report.

(iv) In preparing this report, the UNCTAD secretariat sent a number of 
questionnaires to individual shipping companies and joint ventures in 
developing countries, shipowners' associations, shippers' councils and 
commodity groups, as well as intergovernmental organizations. The replies to 
these questionnaires constitute the substantive basis of the report. The 
report, however, also draws on information obtained from a variety of other 
sources and from discussions with senior officials of Governments and other 
organizations concerned with maritime transport. The secretariat wishes to 
thank all those who thus assisted with the preparation of this report for 
their co-operation, which is hereby gratefully acknowledged.

(v) Co-operation between developing countries in the field of ports has 
recently been examined by an Ad hoc Intergovernmental Group of Port Experts in 
the light of a report prepared by the UNCTAD secretariat, and the Group's 
recommendations were considered by the Committee on Shipping at its
twelfth session. Accordingly, the present report does not elaborate on 
economic co-operation among developing countries in the field of ports (for 
further information in this respect, see paras. 144 to 148). Also in this 
connection, as regards the rights and duties of container terminal operators 
and users, see paragraphs 127 to 131.
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Chapter I

CO-OPERATION AMONG DEVELOPING COUNTRIES IN WORLD SHIPPING

1. In the external trade relations of developing countries, both with 
developed countries and among themselves, maritime transport has been the most 
important mode of transport. Developing countries have recognized that in 
order to attain their development objectives it is essential to promote 
collective self-reliance among themselves. 2/ A number of developing 
countries have already made considerable efforts to develop their maritime 
industry by strengthening ties amongst themselves in the various fields of 
shipping, ports and multimodal transport. By further pooling resources and 
entering into co-operative arrangements among themselves, the developing 
countries would be able to increase their share in world tonnage and the 
extent of their participation in the carriage of their seaborne trade. 
Furthermore, pooling of resources secures gains arising from economies of 
scale for developing countries and provides the means of effectively 
exploiting their comparative advantage in the supply of shipping services.

2. Co-operation among developing countries need not be limited to questions 
of resources or factor endowments but equally extends to questions related to 
security of investments, access to markets, creation of linkages and efficient- 
employment of vessels. Nor is co-operation solely a question of 
complementarities. The "additionality" aspect - for instance, as a result of 
economies of scale - may be a major factor in co-operative relationships. 
Furthermore, shipping is not a totally independent activity. The related 
activities of shipbuilding and ship repairing industries are dependent in 
their growth and development on economic and technical co-operation and 
integration. Subregional, regional and interregional co-operation is feasible 
in fleet development, protection of shippers' interests, port development and 
multimodal transport operations, as well as in such areas as maritime 
legislation and the prevention of maritime fraud. In all these areas 
co-operative efforts are aimed at expanding trade, promoting the orderly 
development of the industry, and increasing income. 3/

3. The need for joint endeavours has become more urgent with recent 
developments in technology and the corresponding organizational complexity of 
shipping operations, particularly with the penetration of containerization and 
multimodal transport in developing countries' trades. These changes, as well 
as the resulting tendency towards concentration of established developed 
countries' operators in individual trade routes, have so far proven to be a 
deterrent to developing countries in terms of attaining equitable 
participation in liner shipping. Unless developing countries find ways to 
qualitatively upgrade their involvement in shipping, their efforts to build 
merchant fleets may be undermined. Developing countries might find themselves 
in a situation where their ability to take advantage of their rights acquired 
under the Convention on a Code of Conduct for Liner Conferences is seriously 
hampered. These qualitative considerations are also of paramount importance 
when establishing policy targets concerning trade participation, which should 
not be restricted to the attainment of tonnage shares in world ship ownership 
but should focus also on reducing the technology gap between shipping of 
developed and developing countries. Thus, for instance, the target of
20 per cent of world tonnage to be owned by developing countries, as 
proclaimed in the development strategy for the Third United Nations 
Development Decade, 4/ may be interpreted not merely in pure mathematical
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terms as indicating a share in world deadweight tonnage; it equally 
encompasses the need to simultaneously reduce the technology gap and upgrade 
the quality and efficiency of the fleet.

4. Unfortunately, however, such a situation does not prevail at present, and 
available shipping statistics draw an unduly optimistic picture of 
participation by developing countries in world shipping, particularly in the 
area of liner shipping. Thus, at mid-1986, more than one quarter of world 
conventional general cargo tonnage but only 13 per cent of container-carrying 
tonnage was owned by developing countries, and that gap in participation seems 
to be widening rather than narrowing. Unless this trend is reversed, 
developing countries will more and more find themselves in a situation of 
being marginal suppliers of general cargo shipping services (often with rather 
obsolete tonnage). Such developments also threaten to undermine the positions 
attained by developing countries under the United Nations Convention on a Code 
of Conduct for Liner Conferences.

5. In order to maintain and improve their position, developing countries 
will need to adopt co-ordinated maritime transport policies at the subregional 
or regional level and not be strictly confined to national boundaries. These 
co-ordinated policies should create the climate necessary for co-operation at 
the operational level to ensure the competitiveness of developing countries' 
carriers in the long term and to avoid the wastage of scarce resources. 
Co-operation at the operational level should logically grow and expand in a 
natural way rather than being strictly imposed from the top. (The latter 
approach entails a considerable risk of failure, as already experienced by 
seme multinational shipping companies.) Thus, co-operation may be envisaged 
and promoted from the "bottom up" as well as from the "top down". This 
cautious way of proceeding has the advantage that co-operation can be 
gradually upgraded, while any failure to realize a particular consequent step 
would not necessarily cause the entire co-operative project to collapse.

6. Another aspect of co-operation among developing countries relates to the 
strengthening of ties among developing countries themselves through the 
improvement of transport and industrial linkages and, consequently, through 
the growth of intra-developing-countries trade. Due to the international 
structure of shipping and its development over time, there has been a bias 
towards North-South services which has hindered the development of industrial 
and trade linkages between developing countries themselves. Apart from this 
structural problem there is also a cost problem arising from the present small 
size of shipments among developing countries, as the existing liner routes 
often do not service intra-developing-countries trade and small lots 
necessitate costly trans-shipment. This may be partly due to the absence of 
collective policies and of the mechanisms necessary to aggregate, consolidate 
and rationalize such shipments. As a consequence and because of the higher 
transport cost margin, intra-developing-countries trade remains static and 
subject to the generally more competitive alternative of developing/developed 
countries' trade for the same or similar goods.

7. Measures which may be taken to promote economic co-operation among 
developing countries in the field of shipping, ports and multimodal transport 
need to take into account the economic and social regimes prevailing in 
different countries. In this connection, it may be noted that in a number of 
developing countries, a successful strategy to strengthen,ECDC may need to 
provide for instruments designed to mobilize the capacities of both the 
governmental and non-governmental sectors of the economy.
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8. The increasing awareness of developing countries of the need for 
co-operation among themselves in the field of maritime transport has resulted 
in the creation of institutional arrangements both at the policy and 
operational level. Subregional or regional bodies concerned with shipping 
policy have been established in a number of regions through the creation of 
such bodies as the Ministerial Conference of Western and Central African 
States on Maritime Transport (MINCONMAR), the Preferential Trade Area for 
Eastern and Southern African States, the Intergovernmental Standing Committee 
on Shipping (ISCOS) in East Africa, the ASEAN Committee on Transportation and 
Communications, the South-East Asian Agency for Regional Transport and 
Communications Development (SEATAC), the Latin American Shipping Commission 
(COLTRAM) or the Commission of Maritime Transport in Central America. These 
bodies have been created, inter alia, to harmonize national maritime transport 
policies and to provide the framework for co-operative arrangements at the 
operational level. 5/ (See annex for a list of major organizations.)

9. The present report analyses the need for co-operation, as well as some of 
the experience so far gained by developing countries with regard to 
co-operative agreements at the level of shipping companies, shipowners' 
associations, shippers' councils and commodity groups.
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Chapter II

CO-OPERATION IN THE PROVISION OF SHIPPING SERVICES

A. Co-operation among shipping companie.s_

10. Co-operation at the level of the shipping company, or for that matter of 
any company, aims at better fulfilling a predefined goal. The goals 
established can be those of the economy as a whole, as well as those of the 
individual shipping company. This dual effect is of particular relevance to 
the concept of economic co-operation among developing countries, as it is 
considered as one means of attaining shipping policy objectives and 
contributing to the development process. Hence, it is rather distinct from 
North-North co-operative arrangements which, while not necessarily being 
neutral with regard to the attainment of national policy objectives, are 
ultimately concluded solely to advance the attainment of the goals of the 
participating companies, generally the realization of a satisfactory level of 
long-term profit, bearing in mind certain restrictive conditions.

11. In order to properly evaluate the scope and perspective of co-operation 
among developing countries, it is necessary to recall the general objectives 
which normally underly countries" active engagement in maritime transport.
The fundamental objectives of developing countries’ shipping policy normally
include;

Reducing the dependence of their external trade on foreign shipping 
services;

Ensuring the provision of shipping services adequate to the 
requirements of national trade;

Improving the balance of payments through import substitution and 
export of shipping services;

Diversifying economic activities and employment prospects;

Safeguarding the imports of essential supplies for the national 
economy.

12. In the pursuit of these objectives, developing countries are seeking a 
more equitable participation in world shipping. However, in this process, a 
number of obstacles are being encountered, which, inter alia, relate to:

Difficulties of entry resulting from restrictive practices in various
shipping markets;

Technology acquisition and adaptation to new organizational forms; 

Availability of adequately trained shipboard and land-based personnel; 

Ship financing. 6/

13. It is in the light of the attainment of the above-mentioned objectives 
and the possibilities of overcoming the related obstacles that the merits of 
co-operation among shipping companies of developing countries have to be
j udg ed.
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14. Co-operation among shipping companies of developing countries can improve 
the economic and commercial viability and long-term competitiveness of the 
companies involved. Such co-operative action can be considered as a corporate 
strategy to influence, in the widest sense, either the cost of producing 
shipping services or the freight rates attainable in the market for such 
services. However, with respect to determining or influencing freight rates, 
co-operative action has a limited perspective and would very much be confined 
to cases where liner conferences are created to serve specific South/South 
trades. In the field of bulk shipping, action by shipping companies of 
developing countries to influence the level of freight rates would be 
practically inconceivable. Consequently, co-operation aims primarily at 
ensuring better access to cargoes or at reducing the cost of producing and 
marketing shipping services, primarily by rationalization gains through 
economies of scale. Such cost reduction is, in the broader sense, also 
brought about by the transfer of know-how, by providing complementary inputs 
or by enlarging the relevant market segments.

15. Of these potential advantages mentioned, improved access to cargoes is of 
particular relevance, with regard to both liner and bulk shipping. With 
co-operative arrangements, the market segments open to the shipping companies 
involved would include those of all participating countries? the ability to 
compete for third country cargoes would also be increased, as the quantity of 
shipping space offered, as well as the service quality, would be positively 
affected by co-operative arrangements. Thus, particular problems existing in 
gaining access to bulk cargoes - and counteracting the controls exercised by 
transnational corporations over certain dry bulk and liquid hydrocarbons in 
bulk movements - which have been a source of considerable concern for a number 
of developing countries during the recent past 1 _/ could be eased through 
co-operative arrangements.

16. In order to evaluate the scope for co-operation among shipping companies 
it is necessary to establish the conditions which need to be fulfilled for the 
successful implementation of co-operative arrangements and to consider how 
difficulties which may be encountered on the way may be overcome. What often 
seems to be lacking among developing countries' shipowners is the necessary 
information regarding, or awareness of, their own potential areas of 
co-operation, as well as on the availability of partner companies for 
co-operative action. Obtaining this information requires firstly a clear 
analysis of the shipowners' own company with the aim of identifying particular 
difficulties in the production or marketing of shipping services which could 
be overcome through co-operative action and secondly a determination of those 
functions where excess capacities exist and which could, consequently, be made 
use of on a co-operative basis by other companies.

17. Once the functional scope for co-operation has been determined, it is 
necessary to obtain information on potential partners for each specific area 
of co-operation. This may often prove to be problematic due to the fact that 
only a limited number of shipping companies maintain staff departments or 
units that might be able to elaborate such information in a comprehensive 
manner. Furthermore, this problem becomes all the more urgent the wider the 
geographic scope of a planned co-operative arrangement, and it may thus 
constitute, even at the pre-planning stage, an important impediment to the 
realization of interregional co-operation. In order to increase awareness and 
the level of information concerning possible co-operative agreements, it may 
be necessary to create an adequate institutional framework to collect and 
disseminate such information to those interested in entering into co-operative 
arrangements.
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18. Apart from the question of the availability of the necessary information, 
there must be a genuine desire to act jointly. Although the political will to 
co-operate among different States may be strong, as shown through the 
establishment of numerous regional or subregional institutional 
infrastructures at high governmental level, this has not always resulted in 
the conclusion of parallel co-operative agreements at the operational level. 
The reasons for this are manifold and may include what might be termed 
"subjective barriers" generally stemming from the loss of independence that 
necessarily results from the entry into co-operative arrangements. These 
subjective barriers may relate to differences in power, standing, 
profitability, etc., of the potential partners and may equally influence the 
attitude of a stronger or weaker partner towards co-operation.

19. Additional formal criteria to be considered before entering into a 
co-operative arrangement relate to the choice of adequate partners, to the 
determination of an optimum number of participants in the agreement and, 
finally, to the compensation for the partial loss of independence inherent in 
the co-operative agreement. Apart from the problem of subjective barriers, 
mentioned above, the choice of adequate partners for co-operation has to be 
based on their complementarity in terms of potential inputs and requirements. 
This not only suggests that partners must offer something that is in demand by 
other partners but also implies a certain homogeneity regarding the goals of 
the participating companies, be they strictly commercial or, as will be more 
common, a mixture of commercial and developmental goals. There should also be 
some common view regarding the ways and means which may be employed to reach 
these goals. It is this requirement of homogeneity, or at least similarity, 
that may in many cases show South/South co-operation to be a more adequate 
strategy towards the realization of shipping policy goals of developing 
countries than North/South co-operation.

20. The optimum scale of co-operation - for instance, in terms of the number 
of partners involved - cannot be quantified exactly, as it would largely 
depend on the functional intensity and the geographic scope of the 
co-operative agreement, as well as on the degree of homogeneity among the 
potential partners. Generally, however, it can be stated, that if a high 
degree of intensity of co-operation is envisaged the number of partners 
involved will need to be limited in order to maintain reasonable prospects for 
a successful outcome of the co-operative agreement. It may be noted that 
regional co-operative agreements at the operational level may in some cases 
benefit from an already established political framework within which they may 
operate. This framework might comprise general agreements for co-operation 
established 3t the political level but can also include specific inducements 
for co-operation contained in instruments or agreements aiming at the 
regulation and/or promotion of merchant shipping. A prominent example of this 
latter type of instrument is the United Nations Convention on a Code of 
Conduct for Liner Conferences, which, in Article 2 (8), provides for a 
redistribution of national cargo shares, thus clearly recognizing the benefits 
of co-operation on a subregional basis.

21. Another condition for the successful and stable conclusion of a 
co-operative agreement relates to the compensation for the partial loss of 
independence resulting from entering into co-operation. Such compensation can 
involve improving the profitability of the individual participating companies 
but can equally consist of other gains, such as the improvement of know-how, 
the transfer of technology, etc. This implies that all partners must perceive 
themselves as being better off through co-operation in terms of reaching
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company objectives than they would be through independent action.
Consequently, in South/South co-operation all benefits accrue to developing 
countries. There are, however, other factors which also help to ensure that 
this essential requirement of increased benefit for all concerned is 
adequately met through South/South co-operation. These include the 
following: 8/

- Structures and techniques which are appropriate for developed 
countries are not necessarily appropriate for developing countries, 
whereas the types of organizations which have worked in one developing 
country have a good chance of working in another?

Similarly, when considering the developmental aspects of co-operation, 
the compatability of needs that is more likely to exist among 
developing countries or their shipping companies may contribute to the 
success of the joint operation?

- A developing country will understand better the economic, political 
and social constraints of another developing country that might have a 
bearing on a particular co-operative agreement.

B. Existing co-operative agreements

22. In order to assess existing co-operative arrangements, both on a 
North/South and a South/South basis, the UNCTAD secretariat sent 
questionnaires to 72 national shipping companies of developing countries. 
Additionally, different questionnaires were addressed to 17 existing 
international joint ventures 9/ in developing countries. Information was 
requested with respect to the following possible areas for co-operation:
(a) ownership of ships? (b) management? (c) planning of new buildings?
(d) ordering of ships? (e) financing? <f) purchase of working assets 
(supplies, bunker costs, equipment, paints, etc)? (g) standardization of
equipment? (h) equipment exchange? (i) joint services? (j) pooling 
arrangements? (k) crew exchanges/pools? (1) joint agency/stevedoring
arrangements? (m) joint insurance coverage? (n) training and education - 
shore-based and shipboard personnel? (o) marketing and research? (p) others.

23. Although the replies received to the questionnaire were limited in 
number, it is possible to indicate some trends from the sample of replies 
obtained. Additionally, it would appear from the replies received from 
national shipping companies that co-operation between shipowners from 
developing countries is still rather limited.

24. The replies indicate a certain tendency towards co-operation in the field 
of marketing of shipping services or optimum utilization of existing shipping 
space through joint services, pooling arrangements or joint agency/stevedoring 
arrangements. This can be seen as being in line with a general strategy of 
first entering into relatively loose types of agreements which can be upgraded 
at a later stage and which are likely to produce immediate positive results.

25. One reply referred to the training of shipboard personnel which was 
carried out by one shipping company for the benefit of two other companies of 
the same region. While the replies to the questionnaires only referred to one 
such case, it would appear that this is an area with considerable potential 
for increased South/South co-operation which would assist in mobilizing the 
human resource potential available in developing countries in the field of
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shipping. Such on-the-job training schemes could be further extended to 
shore-based staff (e.g. those responsible for the management and operation of 
shipping companies (liner and bulk), chartering, etc.). 10/

26. All agreements referred to in the replies have been concluded at the 
company level without direct involvement of the relevant national 
authorities. This fact was considered advantageous inasmuch as the 
co-operative arrangements related to operational problems of the shipping 
companies concerned and did not necessarily have a direct impact on shipping 
policy matters.

27. Generally, the agreements were considered to be achieving their objectives 
and no particular obstacles or difficulties were encountered in attaining 
these objectives. The positive results were largely attributed to the common 
interests of the companies concerned.

C. Joint ventures

28. A separate questionnaire was addressed to 17 joint venture companies in 
developing countries. The number of replies received (four) is too small to 
draw representative conclusions therefrom, but certain developments, as well 
as some problems and prospects of joint ventures in the area of shipping, may 
be tentatively deduced.

29. There are considerable differences among the replying companies with 
regard to their scope of activities and also their operational results. A 
notable similarity, however, was the fact that none of them was created by 
existing national shipping companies; rather they were established through 
the direct involvement of the Governments of the participating countries, 
which are also the shareholders of the joint ventures. Additionally, in all 
cases all participing States have contributed equity capital, though sometimes 
not equally but in relation to their relative importance in the trades 
concerned. Thus, there are no distinct know-how partners but rather various 
contributions to the management of the joint venture in line with expertise 
available in the individual countries. Another similarity lies in the 
concentration by these joint ventures on liner trades.

30. The subregional joint ventures were created in a desire to strengthen 
ties among the countries concerned by pooling resources in the carriage of 
seaborne trade. This relates to the carriage of intraregional as well as 
interregional trade. Consequently, cross-trading activities are still rather 
exceptional. Vessels owned or chartered by these joint ventures are generally 
employed in the foreign trades of the participating countries either for 
reasons of improving previously existing shipping links or, particularly in 
the intraregional trades, in order to create such links. Consequently, the 
joint ventures are generally also recognized as national shipping lines of the 
participating countries, a possibility foreseen in the United Nations 
Convention on a Code of Conduct for Liner Conferences (Part One, Chapter I, 
Definitions) for conference-served trades.

31. The legal structures of these joint ventures are those of independent, 
limited liability corporations. Consequently, their constituent documents are 
characterized by the presence of all the usual clauses for the establishment, 
administration and possible dissolution of an ordinary commercial enterprise. 
They include articles covering establishment and identity, purposes, 
authorized and subscribed capital, borrowing powers, shares and shareholders,
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limited liability, the board of directors and its functions and powers, the 
annual general shareholders' meeting and its authority and procedures, the 
appointment and power of the general manager, audited reports, distribution of 
profits, dissolution, and arbitration of disputes. The joint venture's 
domicile is normally established in one of the member States, although the 
ships owned by it may be registered in different member States.

32. Although these joint ventures are all government-owned and financed, the 
shareholders are not limited to States but extend to private-sector 
enterprises. One arrangement makes provision for shareholders who are 
individuals or private corporations provided they are nationals of or are 
established in a member State. Another provides for government representation 
only through the national shipping company.

33. While there are certain obligations towards the participating States 
which stem directly from the raison d'etre of the joint ventures, the latter 
enjoy a formal independence in decisions on commercial matters. 11/

34. It was generally stated that the joint ventures had, at least partially, 
achieved their objectives, although some sustained losses had been experienced 
as a result of the depressed state of freight markets during recent years.
Among these objectives the following figure predominantly:

To contribute to the economic integration of the subregion;
To encourage political integration;
To decrease dependence on foreign maritime interests;
To decrease the foreign currency outflow and, to the extent possible, 
increase foreign currency earnings;
To create employment opportunities;
To develop human resources;
To stimulate intraregional and interregional trade.

35. The reasons given as having mainly contributed to the success of the joint 
ventures relate to the continuous strong desire of participating States to 
co-operate with each other, the commercial support shown by the trading 
community of the countries concerned and, most important, the ability of the 
joint ventures themselves to be sufficiently flexible to adapt to the changing 
requirements of shippers in offering adequate and competitive services.

D. International shipowners' associations

36. In a limited number of developing countries, shipowners' associations 
exist which fulfil various functions on behalf of their constituent members.
The nature of these functions may be different from case to case, but can 
include such services as:

- Provision of technical information on matters related to ship 
operations;

Provision of information on and harmonization of management systems 
(e.g. common accountancy schemes);

- • Joint work on technical or legal issues (e.g. committee work related
to matters under negotiation in IMO or on documentary matters);

Provision of market reports;
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Elaboration of common training guidelines or provision of training 
services;

Provision of information on national and international shipping policy 
matters and evaluation of proposals or adopted measures;

Formulation of policy proposals to be submitted to national or 
international policy-formulating organs.

37. The existence of national shipowners' organizations, though, implies a 
certain size and structure of the industry within the country concerned, and 
thus does not always exist in developing countries. In a number of developing 
countries there exists only a single national shipping company, which, 
consequently, would have to make use of its own resources to fulfil the tasks 
otherwise allocated to a nation-wide association. However, owing to the lack 
of resources such tasks may, in fact, be neglected or only partially 
fulfilled. Consequently, the shipping company concerned may run the risk of 
facing serious competitive disadvantages due to the fact that it may be partly 
shut off from generally available information and to the possible lack of 
representation in matters affecting the political and economic environment in 
which it operates. Even in cases where the individual shipping company does 
in fact take up functions otherwise allocated to an association, this 
competitive disadvantage is not necessarily overcome, as the company concerned 
will have to bear the total costs thereof and cannot benefit from the 
cost-sharing enjoyed by other shipowners. This will add to the cost 
disadvantage already suffered by many small national companies through their 
inability to obtain economies of scale and to apply risk-minimizing strategies 
in their operations.

38. It would consequently appear that the co-operative tasks which are 
normally performed by national shipowners' associations could, for the 
national shipping companies of many developing countries, best be taken up by 
organizations at the subregional or regional level.

39. The actual tasks to be performed by such regional associations would 
largely depend on the existence of national structures and their objectives, 
as these would not only influence the delegation of tasks to a regional 
organization but would also largely determine the membership of such an 
organization. In particular, duplication of work between national and 
regional organizations should be avoided, with the regional organization 
largely playing a co-ordinating role and concentrating on issues of particular 
regional importance.

40. A number of such regional and subregional institutions already exist, 
grouping shipowners from developing countries, and they include the following:

- Arab Federation of Shipping?

Islamic Shipowners' Association;

- Federation of ASEAN Shipowners' Associations;

- Latin American Shipowners' Association (ALAMAR);

- Central American Shipowners' Association (ACAMAR)?
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- Permanent Conference of Arab Maritime Hydrocarbons Transport Companies 
and Enterprises;

- Association of African Shipping Lines (within the framework of the 
Ministerial Conference of Central and West African States).

41. In order to obtain information on the work presently carried out by such 
subregional or regional associations, as well as on their organizational 
character, a questionnaire was sent to the organizations concerned - as well 
as to certain other shipowners' associations based in developed market-economy 
or socialist countries - with the type of information requested relating to 
such matters as: membership, objectives, and administrative structure of the 
organization; decision-making procedures, and relationship between members 
and the association; services provided to members; role in formulation of 
national or international shipping policies; role in shipowner/shipper 
dialogue; scope for expansion of membership and activities of the 
organization; and evaluation of success or failure in obtaining the 
objectives of the association.

1. Membership

42. Membership differs considerably among the associations concerned, ranging 
from co-operative arrangements between national associations only to a mixed 
membership structure of national associations and national companies to 
exclusive shipping company membership. From the information received, it 
would appear that the approach involving exclusive membership of national 
shipowners' associations (as is the case with some of the international 
associations in developed market-economy countries) is not readily applicable 
to developing countries. As a result, however, there is often a less 
clear-cut separation of the issues to be handled at the national and regional 
or subregional level.

2. Objectives

43. The statutory objectives of the organizations differ as much as the type 
of membership does. There is one aspect, however, which is commonly taken up 
by the associations, i.e. co-ordinating shipping policy approaches aimed at 
promoting or protecting the common interests of the co-operating partners.
The degree of involvement, however, may vary considerably, as becomes evident 
from the formulation of this common objective. It may simply be stated that 
the association promotes co-operation among its members in respect of general 
shipping policy problems of common concern, or, in a stronger way, that the 
association is to promote and protect sound shipping policies, to co-ordinate 
and present the views of the members on shipping policy issues and to 
establish and foster close links on shipping policy issues with other 
shipowner groups.

44. In addition to these policy objectives a number of other functions are 
performed, particularly by subregional associations of developing countries, 
relating to the development, co-ordination and rationalization of maritime 
transport in the subregion and to the procurement and dissemination of 
information on all aspects of maritime transport. One example of this latter 
type of activities would be the newsletter issued bi-weekly by ALAMAR 
(Informativo) giving pertinent and up-to-date information on all matters 
relating to maritime transport. Other aspects concern the advancement of work 
on legal matters, such as charter parties, or technical matters such as 
transport of dangerous cargoes.
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45. Another important task in which regional shipowners' associations may be 
involved relates to the improvement of shipowner/shipper relations. This does 
not imply that the association would be directly involved in consultation 
procedures between conferences and shippers' councils, but it does suggest 
that it would contribute to the success of such consultations by creating a 
conducive atmosphere and environment through discussion of matters of 
principle and general issues of eventual interest. An example of such 
co-operation is the Joint Standing Committee of the Council of European and 
Japanese National Shipowners' Association (CENSA) and the European Shippers' 
Council (ESC) in the context of the Inter-Conference Working Party.

3. Administrative structures

46. Financing of the associations is through membership fees. While various 
schemes exist, in general they provide for a basic or fixed fee to be paid by 
each member. Additionally, each member pays a tonnage fee (which accounts for 
the majority of contributions) based on the gross register tonnage represented 
at a given date by the individual member. In those cases where both national 
associations and individual companies are eligible for membership, separate 
scales may be established for both types of members.

47. The internal organization of the associations usually provides for a 
general assembly, a directorate, a general secretariat and, depending on the 
functions to be carried out, specialized committees or subcommittees. The 
general assembly determines the general policy of the association, is 
responsible for drawing up the budget and approves past accounts.
Additionally, it appoints the members of the directorate and the 
Secretary-General, who is in charge of conducting the daily affairs of the 
association.

48. Substantive work is largely carried out by specialized committees, either 
on an ad hoc or a permanent basis. The terms of reference of these committees 
are established by the general assembly to which they, in turn, report.
Issues to be dealt with by the committees vary depending on the general 
objectives of the association, as shown by the following examples of 
committees created within the Council of European and Japanese National 
Shipowners' Associations (CENSA) and the International Shipowners' Association 
(INSA). Membership in CENSA is composed of shipowners' associations from 
developed market-economy countries, while members of INSA are from developing 
and socialist countries. Committees created within CENSA include:

United States Affairs Committee?
- United Nations Committee?

Legislative and General Policy Committee?
Bulk and Tanker Trades Committee.

Within INSA the following committees exist:

Documentary and Legal Committee?
Liner and Container Committee?
Technical Committee?
Tanker and Bulkcarrier Committee.

49. The structure of international shipowners' organizations and the 
functions of their various organs can be illustrated by the example of INSA:
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(a) The General Assembly is the supreme authority of the Association, 
which meets every two years. Decisions taken on organizational or procedural 
matters of the Association, its authorities and other bodies come into force 
immediately, unless expressly provided otherwise. The General Assembly also 
adopts recommendations on different items on its agenda which are of an 
advisory character;

(b) The authority directing the activities of INSA between meetings of 
the General Assembly is the Council, which meets when necessary, but not less 
than once a year. The decisions of the Council are procedural or 
organizational in character and come into force immediately, unless otherwise 
provided;

(c) The Auditor's Commission supervises the proper direction of finance 
and the Association's property;

(d) A number of Committees are established as permanent working bodies 
of the Association dealing with matters ensuing from the aims of the 
Association and/or entrusted to it by the Council, while ad hoc working groups 
may be set up by the Council for the consideration of specially important or 
urgent matters or problems beyond the competence of any Committee.

50. As far as the relationship between a shipowners' association and its 
individual members are concerned, decisions tend to be formally binding upon 
its members only to the extent that they relate to the working mechanisms of 
the association itself, for instance procedural matters, the organizational 
structure of the association, membership fees, etc. Apart from these issues, 
there would appear to be no formal commitment of members to accept the 
recommendations made by the association, although when individual members have 
actively participated in the elaboration of recommendations, acceptance of 
those recommendations does not normally create particular problems for the 
members, irrespective of whether any formal commitment exists or not.

4. Interregional co-operation between shipowners' associations

51. It would appear that consultations and co-operation between subregional 
or regional shipowners' associations is still very limited. However, certain 
functions presently performed by subregional associations would lend 
themselves to an interregional approach in order to be carried out mere 
effectively.

52. Such interregional consultations and co-operation between shipowners' 
associations of developing countries could contribute to a clearer 
appreciation of general shipping policy problems in the Governments of 
developing countries, as well as to the greater harmonization of shipping 
policy approaches within Governments at as early a stage as possible. It 
would help to ensure that the industry's views are adequately taken into 
account both in formulating and in implementing global policy issues.

53. Subregional and regional shipowners' associations may also discuss the 
possibilities and possible approaches for the development of adequate shipping 
services between their respective regions (for example, between Africa, Asia 
and Latin America). For instance, a recent project of this nature, involving 
shipowners and regional shipowners' associations at both ends of the trades 
(ALAMAR, MINCONMAR) analysed possibilities for the further development of the
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liner trades between Latin America and the west coast of Africa, including the 
possible establishment or development of an appropriate trans-shipment point, 
integrated liner services and a joint service agreement.

54. Interregional co-operation, of course, requires a certain minimum 
institutional structure in order to properly fulfil its functions. The 
necessary initiative could be taken by existing subregional or regional 
associations in developing countries with a view to periodically organizing 
meetings with other subregional or regional shipowners' associations in order 
to discuss co-ordinated approaches to global policy issues and the development 
of shipping services between regions.

55. Shipowners' associations can also play an active role through the 
co-ordination of activities in relation to maritime training. Through 
co-operation between shipowners' associations, for instance, schemes could be 
developed for on-the-job training of individuals to provide such training in 
particular fields. The placing of trainees from developing countries with 
shipping companies in other developing countries (and in other regions) would 
contribute to widening the overall level of knowledge and skills in maritime 
transport available in developing countries (see also, in this connection, 
para. 25 and footnote 10/).

E Co-operation in the establishment of shipbroking centres

56. Chartering brokers play an important role as intermediaries in bringing 
together suppliers and users of shipping services. Most of the world's 
shipbroking activities are currently located in developed countries. The 
establishment of shipbroking centres in developing countries would require 
co-operation, preferably at regional or subregional levels, in order to create 
a sufficiently large volume of business for the centres. A preliminary 
analysis regarding the possible establishment of such centres in developing 
countries on a regional basis has been made in a report prepared by the UNCTAD 
secretariat. 12/ The Ad Hoc Intergovernmental Group may wish to exchange 
views on this subject and on the feasibility of taking further action in this 
respect.
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Chapter III

CO-OPERATION AMONG SHIPPERS' COUNCILS OR ORGANIZATIONS AND 
AMONG COMMODITY GROUPS

57. The information on co-operative arrangements among shippers' councils or 
organizations and commodity groups 13/ was compiled on the basis of 
information received by the UNCTAD secretariat with respect to the following 
shippers' councils or organizations: Association of Shippers' Councils of 
Bangladesh, India, Pakistan and Sri Lanka (ASCOBIPS); the European Shippers' 
Council (ESC) which comprises shippers' councils from a group of Western 
European countries; the Latin American Federation of Shippers' Councils 
(FELACUTI); the Federation of ASEAN Shippers' Councils, comprising shippers' 
councils from Singapore, Malaysia, Thailand and the Philippines; the 
Intergovernmental Standing Committee on Shipping, comprising the countries of 
Kenya, the United Republic of Tanzania, Uganda and Zambia; and the Regional 
Negotiating Committee of West and Central African States (comprising 25 
countries of West and Central Africa).

58. Information was also obtained from a sample of associations of commodity
groups: Cernercializadora Multinacional de Banana S.A. (COMUNBANA);
Association of Iron Ore Exporting Countries; Hard Coffee Trade Association of 
Eastern Africa; Mild Coffee Trade Association of Eastern Africa; 
Intergovernmental Council of Copper Exporting Countries; Tea Trade 
Association of East Africa; Association of Natural Rubber Producing 
Countries; Cocoa Producers Alliance; Inter African Coffee Organization; 
African and Malagasy Coffee Organization.

59. Co-operative arrangements described in this report include arrangements 
with different designations such as unions, federations, associations, 
alliances, etc. One of the organizations included is a multinational 
company. For simplicity the term association will be used to describe all 
these various types of co-operative arrangements.

60. The questionnaire requested the organizations concerned to provide 
information on the following elements:

(1) Main objectives of the organization;

(2) Composition of membership;

(3) Activities of the organization;

(4) Legal nature and organizational structure of the organization;

(5) Sources of finance for the organization;

(6) Whether in its assessment the organization was achieving its 
objectives.

61. The main characteristics of the organizations with respect to the
six elements listed are summarized hereafter. Some important factors to be 
considered in establishing co-operation among shippers' organizations and 
commodity groups are also indicated.
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(1) Objectives of co-operation

62. The survey shows that the main objective of co-operation among shippers' 
organizations is to protect the common interests of shippers in the member 
countries in matters related to maritime transport, particularly liner 
services. Within this broad objective, specific objectives mentioned included 
the exchange of information and views between shippers. The harmonization of 
policies and the achievement of co-ordination in research and other shipping 
matters. Some of the subregional shippers' organizations in developing 
countries have wider objectives, including the provision of advice on shipping 
matters to governments of member countries. In some cases co-operation covers 
multimodal as well as maritime transport.

63. The commodity groups from which replies were received included 
international and subregional organizations. Their stated objectives included 
the exchange of technical information, the conduct of consultations on common 
problems, the promotion of growth of the export trade and consumption of the 
commodities concerned, and ensuring remunerative prices and earnings for 
exports of their commodity. One commodity group stated that one of its 
objectives was the arrangement either directly or under contract of transport 
of the commodity concerned.

64. It would appear that among associations of commodity groups, involvement 
in ocean shipping matters is limited to regional or subregional commodity 
groups where members in the area share the same shipping services. 
International commodity groups do not appear to be concerned with the solution 
of shipping problems, mainly due to the wide geographical dispersion of 
membership which means that shipping services are not shared between all the 
members. Furthermore, associations dealing with bulk commodities (such as 
iron ore) are not concerned with shipping matters, since each member usually 
makes arrangements for its shipping requirements on a separate basis.

65. Generally, commodity groups have a wide range of objectives, and shipping 
issues are only one among them. It would not seem feasible to establish an 
association of commodity groups to deal primarily with shipping matters. 
However, regional co-operation among commodity groups can be instrumental in 
increasing their commercial power in negotiating with shipping lines and in 
arranging for aggregation of cargo consignments.

(2) Membership

66. The membership of associations of shippers' organizations is usually 
composed of national shippers' councils or organizations or government 
officials (as in the case of ISCOS) forming subregional or regional shippers' 
councils or organizations. It is understood that membership of FELACUTI 
includes national shippers' councils and subregional associations of national 
shippers' councils. Shippers' organizations are usually created to respond 
primarily to issues related to liner conference or subregional shipping 
services, which are generally shared by the member organizations, and such 
issues usually tend to be restricted to subregions/regions or conference 
areas. Membership in associations of commodity groups is normally based on 
national commodity groups or comprised of representatives of commodity 
producers or Governments of member countries, and the associations may be 
subregional, regional or interregional.
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(3) Activities of the organization

67. Associations of shippers' organizations usually engage in the following 
activities :

(a) Negotiation with conferences and/or shipping lines on the level of 
freight rates and the frequency, scheduling and conditions of service;

(b) Provision of information to shippers;

(c) Freight studies and research.

68. Subregional or regional associations of shippers' organizations are 
generally in a better bargaining position than national associations as 
regards consultations and negotiations with shipping lines or conferences.
Most liner conferences cover trades of more than one country, and since such 
conferences apply the same freight rates and conditions of service, shippers' 
organizations of countries served by the same conference normally gain by 
co-operating on a regional or subregional basis in order to increase their 
bargaining power vis-à-vis the conference. In recent years so-called "super 
conferences" have been created in some liner trades by a combination of 
existing conferences. Such a development would appear to increase the need 
for greater co-operation among shippers' organizations in order to match the 
conferences' geographical coverage of international liner trade.

69. Available information indicates that associations of shippers' 
organizations are generally not involved in arrangements for the bulking or 
aggregation of cargoes on a subregional or regional basis. It may be noted, 
however, that substantial reductions in long-term ocean transport costs can be 
achieved if small liner consignments can be sufficiently aggregated for 
shippers to ship by the shipload and so utilize charter or contract methods of 
shipping. Such reductions would, however, need to be considered within the 
context of the total transport costs (door-to-door) for the commodities 
concerned. Research and investigation regarding such possibilities, as well 
as assistance with the implementation of such schemes for the aggregation of 
cargoes, could be an appropriate and important function for subregional or 
regional shippers' councils and could lead to a considerable rationalization 
of services and overall reductions in ocean transport costs for the region 
concerned. 14/

70. The activities of associations of commodity groups are more varied than 
those of associations of shippers' organizations. They relate to production, 
marketing, pricing and transportation. As was mentioned earlier, the 
involvement of such associations in matters of maritime transport is limited 
to subregional and regional associations. Where they are involved in shipping 
matters, such associations may play an important role in negotiating the 
contract freight rates applicable to the commodity with which they deal. 
Commodity rates are usually the most important rates in liner trades, since 
they include the main sources of cargo revenue for the lines. For this reason 
regional or subregional co-operation among producers of commodities which form 
the main conference cargoes may give the producers increased bargaining power 
with conferences, power which may be greater than that exercised by 
associations of shippers' councils (which are concerned with many types of 
cargoes).
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71. However, the possibility of subregional or regional commodity groups 
getting involved in the protection of the interests of their members as 
shippers of ocean-borne cargoes may depend on existing marketing 
arrangements. Where there is extensive competition for external markets 
between exporters from different countries of a subregion or region, the 
incentive to co-operate in shipping matters may be limited. On the other 
hand, in some regions multinational exporting organizations control the 
marketing and shipment of given commodities in various countries i n  a  

subregion. In their role as shippers, such organizations may find it 
advantageous to co-ordinate their shipments and conduct joint negotiations for 
contract rates for all shipments in all the countries concerned.

(4) (i) Legal nature

72. The legal nature of associations of shippers' organizations is varied.
At one end of the spectrum are associations which are private commercial 
bodies and at the other end are intergovernmental organizations. In between 
are associations of shippers' councils which are private bodies with varying 
degrees of governmental support or control. The degree of government 
involvement may largely depend on the extent to which shippers in the 
countries concerned have been able to form active shippers councils on a
private basis.

73. Most of the associations of shippers' organizations contacted by the 
secretariat indicated that they were legal entities established by formal 
agreements or acts of incorporation. However, one association created without 
government involvement stated that it was not itself a legal entity, although 
the member shippers' councils were legal entities in their own countries.

74 It seems that the legal nature of an association of shippers 
organizations is not a decisive factor in its effectiveness. Conferences in 
most liner trades now accept the need to consult with recognized shippers 
organizations. In addition, the entry into force on 6 October 1983 of the 
Convention on a Code of Conduct for Liner Conferences has made provisions 
regarding consultations between conferences and shippers' organizations or 
shippers an integral part of international law. However, where an association 
is not composed of legally constituted shippers' councils, there may be a need 
to confer upon such an association legal authority to represent shippers. ___/

75. With regard to associations of commodity groups, all the associations 
regarding which information was available were legal entities in the form of 
intergovernmental bodies or incorporated multinational enterprises.

76. For both shippers' organizations and commodity groups, whether 
governmental or non-governmental, co-operation is normally established on the 
basis of articles of association or internal rules which describe the 
association’s objectives, membership, headquarters, organizational structure, 
powers and functions.

77. While the establishment of an association need not involve a formal
instrument, a clear definition of an association's articles of association or 
constitution is important in order to ensure that the member s _
responsibilities and obligations are clearly spelt out. It also facilitates 
the association's day-to-day dealings with outside bodies.
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(ii) Organizational structure

78. Some associations of shippers' organizations and commodity groups have 
rather complicated structures comprising several constituent organs such as a 
general assembly or meeting, committees, working parties, negotiating panels 
and a permanent secretariat. Others have small structures involving small 
secretariats. In some associations secretariat functions are performed by 
member organizations in rotation.

79. Typically, decisions of an association are made by the general assembly 
or the meeting of the members which is the supreme body. All the associations 
for which information is available have secretariats which have varying roles 
and functions. In most cases the secretariat is responsible for carrying out 
studies, collecting information, providing backstopping for the association's 
activities and advising members on various matters. The size of the 
organizational structure of an association is dependent on both the size of 
its membership, the nature and extent of its activities and its financial 
resources.

(5) Sources of finance

80. Finance for the associations is usually contributed by members. In some 
associations members make equal contributions, while in others contributions 
are based on formulae by which contributions vary according to members' 
relative ability to pay. Where an association is in the form of a 
corporation, contribution is by shares levied according to the articles of 
incorporation.

81. Finance is an important factor in the ability of an association to 
perform its activities and to continue to exist. Accordingly, when 
establishing an association, due consideration must be given to financial 
sources which can sustain the association over a reasonable period of time.

(6) Achievement of objectives

82. In the survey, respondents were asked to indicate whether in their 
assessment their associations were achieving their objectives. Some 
respondents indicated that they were achieving objectives, while others stated 
that, as a result of certain difficulties being encountered, they were not 
achieving all their objectives.

83. Among the factors which contribute to success is commonality of interests 
among members and similarity of problems which members encounter. Before 
engaging in co-operative arrangements, the organizations concerned need to 
analyse their interests and problems in order to assess the need for and 
feasibility of co-operation between them.

84. Another important factor is political will to co-operate. The existence 
of common interests and problems may not suffice if there is no political 
will, especially where the associations involved are intergovernmental 
bodies. Where members are commercial bodies, competition for markets may 
hinder co-operation. Finally, the availability of financial resources to 
support the association's activities appear to be an important element for an 
association's success.
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(7) Other important factors

85. It may be noted that co-operation between shippers has been strongly 
advocated in several UNCTAD secretariat reports, 16/ as well as by the 
Committee on Shipping in resolutions on the protection of shippers' 
interests. In particular, in its resolution 46 (X), paragraph 2, the 
Committee:

"Invites Governments of States members of UNCTAD to encourage their 
shippers' organizations to establish and maintain contacts, where 
appropriate, with the shippers' organizations at the other end of the 
trade".

Also, in its resolution 59 (XII), paragraph 2, the Committee:

"Invites shippers to co-operate at a national, regional or 
subregional level".

Specific interested delegations, including observers, participating in the 
work of the Ad hoc Intergovernmental Group may wish to follow-up on these 
recommendations by establishing specific mechanisms for such co-operation.

86. In particular, such mechanisms could be established, for instance, as a 
specific follow-up to resolution 59 (XII), which is concerned with and 
encourages the adoption of fair and equitable methods of calculating and 
applying bunker and currency adjustment factors (BAFs and CAFs), a subject 
matter which is of great importance to shippers in developing countries. 
Specific regional and subregional associations of national shippers' councils 
may wish to decide, possibly at the Ad hoc Intergovernmental Group meeting, to 
hold regular consultations with each other on developments in relation to BAFs 
and CAFs and to co-ordinate their actions vis-à-vis the relevant liner 
conferences. 17/

87. Co-operation between commodity groups may also extend into different 
areas. It would seem quite feasible, for instance, for a regional association 
of natural rubber producers to establish a mechanism to negotiate collectively 
with the liner conference (s) involved - and/or interested outsiders - on 
questions of frequency of services to be provided, possibilities for 
aggregation of cargoes and freight rates. 18/

88. The possibility of establishing shipbroking centres in developing 
countries on a regional basis - which would provide a closer and more 
immediate link between shipowners and charterers in the region concerned - 
would also require regional and subregional co-operation between users of 
shipping services. Shippers' councils or commodity groups should establish 
the necessary mechanisms and contacts for such co-operation (see also, on this 
subject, para. 56).

89. Another area in which co-operation between certain developing countries 
in different regions has already been developed relates to the establishment 
of freight booking centres or central freight bureaux. It is known that at
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least one such bureau (the Central Freight Bureau of Sri Lanka) has provided 
assistance to other developing countries (in particular to shippers' councils) 
in connection with the setting up of a central freight bureau. 19/

90. Another specific area for co-operation within certain regions which is of 
particular interest for users of shipping services (shippers' councils, 
commodity groups) is co-operation between land-locked countries and coastal 
transit States. Effective co-operation is of benefit to both States and would 
necessarily involve inland transport operators and the port(s) concerned. 20/
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Chapter IV

CO-OPERATION IN ASPECTS OF MARITIME LEGISLATION

91. The promotion of co-operation among developing countries in the overall 
framework of maritime legislation could focus on three specific aspects: 
co-operation in combating maritime fraud, co-operation in promoting model 
clauses in marine hull and cargo insurance, and finally, co-operation in 
harmonizing national maritime legislation.

A. Maritime fraud

92. Maritime fraud is one of the major problems which the international 
shipping community is facing today. Developing countries are particularly 
vulnerable to fraud because of their strong dependence on foreign trade and 
the fact that a large number of their traders have not acquired the necessary 
expertise in international trade mechanisms.

93. In this connection, the Committee on Shipping established the Ad hoc 
Intergovernmental Group to Consider Means of Combating All Aspects of Maritime 
Fraud, including Piracy, which, having examined the problem during its two 
sessions, concluded that information, education and awareness were the key 
weapons in combating maritime fraud. It therefore adopted a resolution 
requesting the secretariat to elaborate proposals for improving the 
availability and dissemination of shipping information relevant to combating 
maritime fraud. 21/

94. In response to the request, a report was prepared by the secretariat 22/ 
containing a proposal for the establishment of a "Maritime Fraud Prevention 
Exchange" (MFPE) by existing organizations involved in providing shipping 
information. When submitted to the Committee on Shipping at its
twelfth session in November 1986, that proposal was supported by all regional 
groups and non-governmental organizations attending the session. 23/ Thus, 
the Committee adopted a resolution requesting the secretariat to promote the 
early establishment of the MFPE by the relevant international non-governmental 
and commercial organizations. 24/

95. The MFPE will be founded by the Baltic and International Maritime Council 
(BIMCO), the International Chamber of Commerce (ICC), Lloyd's of London Press 
Ltd., and Lloyd's Register of Shipping. The founder members have already met 
to form a Policy Board which will oversee the implementation and activities of 
the MFPE. The establishment of a secretariat is planned to deal with 
enquiries. The enquiries received by the secretariat will be transmitted to 
the appropriate information agencies, known as the Operating Companies, which 
will be responsible for supplying the information to the clients. It is 
proposed that the MFPE secretariat should undertake educational programmes, 
including publication of a handbook or manual listing information providers 
throughout the world. In addition, it should organize seminars and training 
courses and provide further advice to those clients who need assistance.

96. The operating companies of the MFPE so far include BIMCO Services, the 
International Maritime Bureau (IMB) and Lloyd's Maritime Information Services 
(LMIS). It is intended that the other organizations already engaged in 
providing shipping information will be invited to join the scheme and to act
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as operating companies. They will include agencies specialized in various 
fields of shipping information, so as to make all information necessary to 
combat maritime fraud available through the operating companies of the MFPE.

97. It has not yet been decided, however whether the MFPE will operate on a
membership basis, or how it will be financed, although it is envisaged that it 
should be self-financing through its activities. It is, however, accepted by 
all parties concerned that the MFPE will be a non-profit-making entity with 
its main objective being "prevention of maritime fraud through better 
information". It is of vital importance that the services of the MFPE are 
made available to shipping interests throughout the world. The costs of using
its services must be reasonably low if it is to succeed. It is essential that
it should attract as many enquiries as possible so as to ensure that its basic
objective is met.

98. The MFPE will help developing countries by acting as a focal point for
information. Investigations by the UNCTAD secretariat have shown that there 
is a considerable number of organizations providing a large quantity of 
information which is considered to be necessary to diminish the alarming
increase in the number of maritime fraud cases. 25/ However, although a large
amount of information is currently provided by various organizations, there is 
no central point or system from which information is immediately available.
The fact that information is stored in places that are too numerous and too 
diverse makes it particularly difficult for shipping interests in developing 
countries to have easy access to the information they need. Often those who 
need the information are not aware of the existence of so many information 
agencies. Even if they do know some of them, the fact remains that they have 
to search for the appropriate agency, and this involves considerable delay 
where immediate information is essential. Moreover, the selection of the 
right data bank, bearing in mind the rapid increase in the number of data 
banks today, is not an easy task, even for those in the traditional maritime 
States.

99. It is envisaged that the MFPE will provide a solution to this problem.
It will be a focal point through which information can be obtained. Those who 
do not know where to find reliable and accurate information will find the 
services of the MFPE extremely useful. By contacting the MFPE secretariat 
they will receive replies to their enquiries either directly or through the 
appropriate information agency without having to search for the right 
organization to which to address a particular enquiry.

100. MFPE will also help developing countries through improved dissemination.
A problem which was identified by the UNCTAD secretariat and the Ad hoc 
Intergovernmental Group in relation to shipping information was that the 
existing information was not properly disseminated, a fact that was 
particularly evident in relation to developing countries. This was considered 
to be due to a number of reasons, including:

The existing information agencies' limited access to the shipping 
interests in developing countries and insufficient efforts to reach 
such communities;

Lack of sufficient demand for information by parties involved in 
international trade due to the lack of awareness as to what kind of 
information was necessary to combat fraud, what information was 
available and where it could be found. 26/
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101. The MFPE will give particular attention to these problems. It intends to 
organize educational and promotional programmes and an awareness campaign. As 
pointed out in the secretariat's report, 27/ such programmes will focus on the 
creation of awareness, in particular among shipping interests in developing 
countries, as to:

The importance of timely and reliable information in combating 
maritime fraud;

The kind of information that trading parties ought to acquire before 
entering into a binding commitment;

The extent to which information is currently available; and 

Means of access to such information.

102. A specific task of the MFPE secretariat could be to publish a detailed 
manual for all interested parties containing information and guidance on these 
issues, as well as listing information providers throughout the world. MFPE 
also intends to organize seminars and training courses to create awareness of 
the problems and of measures to avoid becoming victims of maritime fraud.

103. Thus, in view of the importance of the subject of prevention of maritime 
fraud to developing countries in particular, it is suggested that developing 
countries request the United Nations regional commissions to assist them in 
combating this menace by providing opportunities such as training courses and 
seminars, to create awareness as to its negative implications, as well as the 
existence of and the services rendered by the MFPE, since the success of the 
MFPE in the prevention of maritime fraud through better information will 
depend not only on the quality of its services but on the frequency of its use 
and the volume of enquiries directed to it. In this context co-operative 
actions between developing countries to improve access to the MFPE and the 
continuous dissemination and use of such information may be considered in the 
framework of existing subregional organizations.

B. Marine insurance: UNCTAD model clauses on marine hull and cargo insurance

104. The Working Group on International Shipping Legislation included the 
subject of marine insurance in its work programme as it was felt by developing 
countries that policy forms and practices of marine insurance were always 
dictated by the insurers, that they contained many complicated clauses which 
were not uniformly interpreted and that they had been the subject of repeated 
demands for reconstruction and simplification.

105. The investigations by the UNCTAD secretariat in response to the requests 
from the Working Group indicated that it would be in the interest of the 
entire international marine insurance community to agree upon an international 
uniform legal basis for marine insurance contracts which would take into 
account the legal and economic structures of various countries in order to - 
facilitate its wide acceptability and the orderly international conduct of 
marine insurance.

106. The Working Group therefore decided to undertake the drawing up of a set 
of standard clauses as a non-mandatory model for both marine hull and cargo 
insurance. Thus, experts from regional groups and China, representing
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interests of both assured and insurer, actively participated in formulating 
sets of model clauses for international use. Alternative covers are provided 
for both hull and cargo insurance and many clauses include different 
approaches so as to give a wider choice for the markets.

107. It is believed that by creating a more equitable and internationally 
acceptable legal basis for marine insurance contracts through participation of 
all members of the international community, a positive contribution has been 
made towards the establishment of a new international economic order. It is 
therefore suggested that every effort should be made to promote the clauses' 
use within the market, particularly in developing countries, through regional 
organizations such as the United Nations regional commissions, ministerial 
conferences and professional bodies such as shippers' councils and insurance 
institutions. Reference could be made to the preparatory work being currently 
undertaken in this field by the Ad hoc Committee on Marine Insurance of the 
Ministerial Conference of West and Central African States on Maritime 
Transport.

C. Harmonization of national legislation

108. Furthermore, similar efforts should be directed towards implementation of 
other legal instruments adopted by the United Nations, including the 
Conventions on a Code of Conduct for Liner Conferences, on International 
Multimodal Transport of Goods, on International Carriage of Goods by Sea 
(Hamburg Rules) and on Conditions for Registration of Ships. It is therefore 
suggested that developing countries call on UNDP to finance projects enabling 
the UNCTAD secretariat to assist them in reviewing and reforming their 
national legislation to make it consistent with the international agreements 
in the area of shipping adopted by the United Nations and thus provide a 
suitable legal framework for the development of their shipping activities.
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Chapter V

MULTIMODAL TRANSPORT

A. Objectives and background

109. The general objective of economic and technical co-operation among 
developing countries in the field of multimodal transport should be to 
introduce and promote this method of transport, with a view to accelerating 
trade and economic development, by co-ordinating both regulatory and 
promotional measures on a regional and subregional basis.

110. Multimodal transport is a new approach to modern transport which makes it 
necessary to consider individual links in the transport chain in relation to 
the entire chain. Any approach to improving the transport sectors for general 
cargo must therefore consider all national and international links and their 
inter-relationship at the same time. In addition to new legal regimes, there 
is also a need for new regulations for the new multimodal transport operator 
(MTOs), new tariff policies, new port operational systems, new inland 
facilities and the streamlining of inland haulage facilities, infrastructure 
and customs procedures to effect a better integration between all the parties 
concerned on a national and international basis.

111. The need for co-ordination is not confined to the trading partners 
themselves but also applies between the trading partners and third countries, 
since the introduction of multimodal transport by one country and not by its 
neighbours may create problems with respect to transit trade from/to or 
through such countries.

112. Bearing in mind the above-mentioned general objective and background, the 
following three specific objectives were set out in the previous report of the 
secretariat: 28/

(a) Harmonization of regulatory policies and administrative procedures;

(b) Multilateral action relating to the provision of infrastructure;

(c) Establishment of multimodal transport operators.

113. Since the integrated approach to transport involves all sectors of the 
international transport industry - on land, in the ports and at sea - 
international efforts have been directed towards modernization and 
harmonization of international trade laws and commercial practices in and 
among the different modes of transport, taking into account the progress of 
containerization and multimodal transport. This has resulted in the 
introduction of new terms in transport and sales contracts such as the new 
trade terms (INCOTERMS) and new documentary credits elaborated by the 
International Chamber of Commerce, as well as the adoption of the Convention 
on the Carriage of Goods by Sea (the Hamburg Rules) and the Convention on 
International Multimodal Transport of Goods (the MT Convention).

B. Promotion of the Hamburg Rules and the MT Convention

114. In all countries, developed as well as developing, the transport industry 
is made up of suppliers (transport companies such as shipping companies,
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airlines, etc.) and users (shippers and consignees) of transport. Except in a 
few countries where the various interests are more evenly balanced, the number 
of transport users and their importance to the national economy far outweighs 
the number and importance of the transport suppliers in the majority of 
developing countries.

115. The present legal basis for transport liability regimes for ocean 
transport is either (and mainly) the Hague Rules or the Hague-Visby Rules. 
These two conventions are based on a very traditional concept of risk 
sharing. 29/ This traditional point of view is hardly in line with modern 
cargo transport where the risk of ocean transport has been greatly reduced, 
yet the carriers continue to avoid assuming their fair share of 
responsibility. Today, when liner operators are providing door-to-door 
integrated services with highly sophisticated means of transport and 
communication such as "third generation" containership, double-stack container 
trains and connected ship-and-cargo-control systems based on satellites and 
computers, it is obvious that the traditional concepts have become outdated.

116. However, in the case of carrier liability under the various international 
conventions and national laws relating to carriage of goods by air, road and 
rail, liability here is closer to the original concept of a strict liability. 
Still, there remains a common feature in the law of carriage of goods, namely 
that carriers may reduce their liability to a certain "limitation amount", 
although the technique used to establish the monetary limit and its level 
differ for different modes of transport. Recognizing this, the international 
community decided to find a more equitable system of sharing, and this was 
done through the elaboration of the Hamburg Rules and the MT Convention, which 
were successfully negotiated by the international community in 1978 and 1980 
respectively. These two conventions both operate on the "presumed fault or 
neglect" concept, i.e. the carrier is presumed to be liable unless proven 
otherwise. Furthermore, the limit of liability has been increased in favour 
of the shippers. The carriers will no longer be exempted from responsibility 
for errors by their servants or errors in navigation or in the management of 
ships. As a consequence both conventions protect the shippers and consignees 
much better than the existing regimes.

117. Since most developing countries have far more shippers than (ocean) 
carriers, it would be in the interest of developing countries to have both of 
these conventions entering into force at the earliest possible date. The 
Hamburg Rules require 20 contracting parties and the MT Convention
30 contracting parties to enter into force. The present status of the 
two conventions is that the former has 10 contracting parties and the latter 
only 4. If this trend continues, it will be another five-eight years before 
the Hamburg Rules enter into force and even longer for the MT Convention.

118. It would appear that it is not in the best interests of developing 
countries to accept this slow rate of progress, and that another specific 
objective to be added to the above-mentioned ones for economic co-operation 
among developing countries would be the active promotion of these two 
conventions. It may be noted, in this connection, that the Committee on 
Shipping at its twelfth session, through paragraph 1 of resolution 60 (XII), 
invited "States members of UNCTAD which have not yet become Contracting 
Parties to the United Nations Convention on the Carriage of Goods by Sea and 
the United Nations Convention on the International Multimodal Transport of 
Goods to consider ratifying or acceding to these two Conventions."
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C. Implementation measures

119. In the previous secretariat report, the establishment of
regional organizations of MTOs was suggested as one measure aimed at promoting 
multimodal transport and MTOs in each region. 30/ In addition to that 
proposal, the following three measures could now be suggested as a possible 
means for implementing the above-mentioned objectives:

(a) Establishment of regional/subregional associations of parties 
involved in multimodal transport and containerization;

(b) Concerted action through regional/subregional economic integration 
organizations with a view to becoming contracting parties to the Hamburg Rules 
and the MT Convention;

(c) Establishment of regional/subregional intergovernmental standing 
committees to harmonize national laws regulating multimodal transport.

D. Establishment of regional/subregional associations of parties involved 
in multimodal transport and containerization

120. While the associations of MTOs mentioned above should be constituted to 
take care of and promote their own interests, it would be desirable to 
establish co-ordinating bodies at the national and the regional/subregional 
levels in order to co-ordinate various activities concerning multimodal 
transport and containerization among all the interested parties. The first 
such body, at the national level, should co-ordinate all national activities.
A committee could be formed with members from the ports authorities, the 
Government (appropriate ministries), shippers' councils, chambers of commerce, 
road/rail and inland waterway transport companies, shipping companies, 
airlines, freight forwarders, customs-clearing agents and MTOs. The second 
type of body could be a regional/subregional steering committee composed of 
the chairmen of each national committee.

E. Examples of possible objectives and activities 

Objectives

121. Possible objectives and activities of such organization would include 
the following:

(a) Promoting and facilitating multimodal transport and thereby 
contributing to the accelerated development of the national (and regional) 
economy;

(b) Co-ordinating activities of all the interested parties in respect of 
multimodal transport and containerization with a view to ensuring the 
development of an integrated and efficient transport system in the most 
effective ways.

Activities

122. To accomplish the aforementioned objectives, each association should 
carry out the following activities:
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(a) Studying, researching and solving technical, operational and legal 
problems concerning international multimodal transport and containerization?

(b) Informational activities such as field study tours, workshops, 
seminars, lectures, visual publicity, etc.?

(c) Issuance and distribution of a monthly publication or other 
informative material, data and guide books on multimodal transport and 
containerization;

(d) Keeping in contact with national, international and regional 
organizations, including governmental and intergovernmental agencies, or 
industries carrying out similar activities, and co-ordinating these activities 
as appropriate;

(e) Performing the business of a guarantor under the TIR Convention and 
issuing approved certificates for containers;

(f) Issuing container certificates under the relevant legislation or 
international agreements;

(g) Other business necessary for realizing the objective of the 
Association.

F• Concerted action through regional/subregional economic integration
organizations with a view to becoming Contracting parties to the Hamburg 
Rules and the MT Convention

123. It is evident that the developing countries have the numerical power to 
bring both conventions into existence. However, the entry into force of these 
two conventions without at least some developed countries also having become 
contracting parties thereto would not achieve the desired result.

124. It is recommended that developing countries take steps to become 
contracting parties to both conventions at the earliest possible date. To 
this end, it might be most effective for developing countries to consider 
concerted action through regional/subregional economic integration 
organizations, for example adopting a resolution or agreement to ratify the 
conventions by a specific agreed date. In the case of multimodal transport 
this approach is more than pertinent for States members of a "customs union" 
in the light of article 32 of the MT Convention on customs transit and of 
article 34, paragraph 5 which entitles such a union to become party to the 
convention.

G. Establishment of regional/subregional intergovernmental standing
committee to harmonize national laws regulating multimodal transport

125. The introduction of an international concept such as multimodal 
transport requires not only international rules (the MT Convention), but also 
national rules which are consistent both with the international rules and with 
national rules of other countries. In theory this would be simple to achieve 
if all countries adopted standard national legislation to govern multimodal 
transport, but such co-ordinated action has rarely been achieved. The reasons 
for this lack of co-ordinated action are often very valid, yet there is 
undoubtedly scope for some measures of co-operation and co-ordination,
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particular among countries within the same region which subscribe to the same 
basic system of laws, e.g. common law countries or civil law countries.

126. To facilitate such co-operation, developing countries might find it 
useful to request the UNCTAD secretariat to draw up model legislation which 
would be adapted to the needs of individual countries but which would 
nevertheless retain a large measure of standardization, thereby facilitating 
international transport in general and international multimodal transport and 
containerization in particular.

H. Rights and duties of container terminal operators and users

127. The accelerated rate of introduction of specialized ships and the 
corresponding cargoes and specialized terminals in developing countries has 
raised issues in connection with the rights and duties of terminal operators 
and users, in particular with respect to financial liabilities and their 
economic implications for terminal operators. Rights and duties originate 
from a variety of sources, including national law, port by-laws, port customs, 
and general operating procedures, as well as the special contract conditions 
which may be agreed between the terminal operator and the user. A combination 
of high fixed costs and strongly fluctuating traffic flows results in 
particularly vulnerable situations with regard to the loss and damage exposure 
of the terminal operator, as well as to the level of his commercial risk and 
related financial viability.

128. The United Nations Conference on Trade and Development, in its 
resolution 144 (VI), requested the UNCTAD secretariat to examine the rights 
and duties of container terminal operators and users and to prepare a report 
for submission to the Committee on Shipping. A study was consequently carried 
out and its main findings were submitted to the Committee on Shipping at its 
twelfth session (TD/C/C.4/302).

129. One of the main conclusions drawn in the study states that the contract 
clauses incorporated in the existing terminal agreements between operators and 
users are often complex and obsolete and do not provide due mutual protection 
for the terminal operators and users. For example, in most local rules and 
regulations, gaps exist concerning:

(a) Minimum financial guarantees to be deposited by the line (user) at a 
locally recognized bank or institution;

(b) Identical sliding scales or a benefit-sharing formula for regular 
customers achieving high throughputs or traffic levels in excess of expected 
activity;

(c) Penalty clauses for non-respect of agreed traffic levels, especially 
when additional capital expenditures have been made to cater for the user's 
special needs or requirements;

(d) Clauses to ensure that the liner (user) will serve the terminal as 
long as he continues the specific service for which the contract was signed;

(e) Clauses for the termination of an agreement with standard advance 
notice;
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(f) Arrangements with regard to berthing priorities (schedule days), 
compliance with closing dates, allowable storage areas for empties and 
equipment, shift supplements, etc.

130. It would therefore be advisable to draw up some model contract clauses 
for use by all ports and all terminal operators in the same range and 
specifically aimed at reducing commercial risk and preventing unfair 
competitition between these ports and/or these operators. A logical set of 
consistent and fair model clauses and provisions clearly establishing the 
liability obligations and safeguards against commercial risks for operators 
and users could greatly assist terminal operators in developing countries to 
achieve satisfactory performance levels, limit potential risks and conflicts 
and improve the financial and economic returns on the massive investments made 
in terminals. At the same time, a uniform tariff structure could be developed 
for container terminals. However, each terminal would determine the 
appropriate level for the tariff.

131. This undertaking would be perfectly in line with resolution 60 (XII) 
adopted by the Committee on Shipping at its twelfth session in which the 
Committee requests the UNCTAD secretariat "to complete the study of investment 
risk and operating services and facilities, maintaining co-operation with 
UNCITRAL on matters related to container terminals, especially in connection 
with the on-going work in UNCITRAL on liabilities of operators of transport 
terminals". In order to ensure full assimilation and future application of 
the elaborated model contract clauses, this work should be carried out in 
close co-operation with national port authorities, international and regional 
port management associations, and intergovernmental committees or 
organizations concerned with shipping matters and in association with the 
United Nations regional commissions.
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Chapter VI

CONCLUSIONS AND RECOMMENDATIONS

132. A considerable number of regional or subregional organizations exist 
grouping interests of developing countries which are concerned with matters 
involving shipping, ports or multimodal transport. The majority of these 
organizations have been established by Governments or with governmental 
involvement or initiative. A list of the main intergovernmental and private 
regional and subregional organizations grouping interests of developing 
countries active in the field of maritime transport is shown in the annex to 
this report.

133. Intergovernmental organizations which have been established at the 
regional and subregional levels are normally primarily concerned with the 
establishment of a co-ordinated maritime transport policy for the region or 
subregion. Such organizations exist in most developing areas of the world 
(see annex). The effectiveness of some of these organizations would, however, 
appear to be hampered by inadequate funding arrangements. In particular 
funding is sometimes only secured on a short or medium-term basis which may 
inhibit the organization from developing long-term policy plans and ensuring 
appropriate follow-up action and continuity in discussions with government 
officials in member countries. It may be suggested that the effectiveness of 
many intergovernmental organizations would be improved if appropriate 
funding - and staffing - could be secured on a longer-term basis.

134. Co-operative arrangements between shipping companies in developing 
countries seem to relate mainly to the areas of marketing of shipping services 
or optimum utilization of existing shipping space through joint services, 
pooling arrangements or joint agency/stevedoring arrangements. Such 
co-operation could probably be expanded into several other areas such as joint 
training schemes, in particular on-the-job training for seagoing and 
shore-based personnel, the provision and dissemination of information, and the 
harmonization of management systems (e.g. accountancy practices) and of 
technical information related to ship operations, etc.

135. Users of shipping services co-operate through regional and/or subregional 
associations of national shippers' councils, as well as commodity groupings. 
The main activity of regional or subregional associations of shippers' 
councils is to negotiate with conferences and/or shipping lines on the level 
of freight rates and regarding the frequency, scheduling and conditions of 
service. An ad hoc committee may be established for that purpose (e.g. the 
Regional Negotiating Committee in West and Central Africa). Other activities 
include the provision of information to shippers and specific freight studies 
and research.

136. Another subject matter which is of great importance to shippers in 
developing countries is the surcharges applied to liner freight rates. In 
this connection, Committee on Shipping resolution 59 (XII) encourages the 
adoption of fair and equitable methods of calculating and applying bunker and 
currency adjustment factors (BAFs and CAFs). Specific regional and 
subregional associations of national shippers' councils may wish to decide, 
possibly at the Ad hoc Intergovernmental Group meeting, to hold regular 
consultations with each other on developments in relation to BAFs and CAFs and 
to co-ordinate their actions vis-à-vis the relevant liner conferences or 
companies.
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137. The activities of associations of commodity groups generally relate to 
the areas of production, marketing and pricing. However, such associations 
may play an important role in negotiating contract freight rates for the 
■commodity with which they are concerned.

138. A particular area which shippers' councils and commodity associations may 
wish to explore further would relate to the possibilities for aggregating 
small liner consignments in order to permit shipping by the shipload. For 
certain commodities, substantial reductions in long-term ocean transport costs 
could possibly be achieved by aggregating or bulking consignments and so 
utilizing charter or contract methods of shipping.

139. Regional and subregional associations concerned with ocean transport may 
also wish to further investigate the feasibility of establishing shipbroking 
centres on a regional basis in developing countries. A preliminary report on 
this subject is contained in the document entitled "Ways and means of 
establishing shipbroking centres in developing countries on a regional basis", 
report by the UNCTAD secretariat (UNCTAD/ST/SHIP/3).

140. Maritime fraud constitutes one of the major problems facing the shipping 
community. Developing countries are particularly vulnerable to its negative 
implications due to lack of expertise and to difficulty of access to 
information which could obviate such fraud. The UNCTAD secretariat therefore 
proposed that a Maritime Fraud Prevention Exchange (MFPE) be established by 
existing organizations involved in providing shipping information, as a 
central focal point for users. Developing countries may wish to consider the 
possibilities of co-operative action in order to improve access to MFPE and 
the continuous dissemination and use of the appropriate information in the 
context of existing subregional organizations. These actions could be further 
be supported by training activities organized through the United Nations 
regional commissions.

141. Similarly, co-operative actions among developing countries to promote the 
UNCTAD model clauses on marine hull and cargo insurance could be considered 
within the framework of existing regional or subregional organizations such as 
ministerial conferences on maritime transport, professional bodies such as 
shippers' councils and the United Nations regional commissions. Such actions 
would be a means of fostering a more equitable and internationally acceptable 
legal basis for uniform marine insurance contracts to be introduced into 
commercial markets and for national legislation to be adjusted accordingly on 
a standardized basis.

142. The rapid development of multimodal transport requires that approaches to 
improving the movement of general cargo should take account of national and 
international links and their interrelationship at the same time. Thus, in 
addition to new legal regimes, there is also a need for new regulations for 
the new multimodal transport operator (MTO), new tariff policies, new port 
operational systems, new inland facilities and the streamlining of inland 
haulage facilities, infrastructure and customs procedures to effect a better 
integration between all the parties concerned on a national and international 
basis.

143. Delegations participating in the Ad hoc Intergovernmental Group may wish 
to initiate action towards the establishment of regional organizations of MTOs 
as one measure aimed at promoting multimodal transport and MTOs in the region
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concerned. Co-ordinating bodies could also be established at the national and 
the regional/subregional levels in order to co-ordinate various activities 
concerning multimodal transport and containerization among all the interested 
parties. Thus, the following three measures may be considered:
(1) establishment of regional/subregional associations of parties involved in 
multimodal transport and containerization; (2) concerted action through 
regional/subregional economic integration organizations with a view to 
becoming contracting parties to the Hamburg Rules and the MT Convention;
(3) establishment of regional/subregional intergovernmental standing 
committees to harmonize national laws regulating multimodal transport.

144. The present report does not elaborate on ECDC in the field of ports. 
Co-operation between port authorities of developing countries is of course 
already actively pursued in certain geographical regions, and a recent report 
by the UNCTAD secretariat is specifically concerned with this question. That 
report, entitled "Co-operation between ports" (TD/B/C.4/AC.7/4), considers 
such possible areas for co-operation as development of transhipment ports, 
harmonization of port statistics, harmonization of port tariffs, joint dredging 
and marine salvage operations, technological expertise exchange, and training.

145. The report was considered by the Ad hoc Intergovernmental Group of Port 
Experts which met in Geneva from 25 February to 5 March 1986 and which made a 
number of recommendations at the close of its session. The report of the
Ad hoc Intergovernmental Group of Port Experts is contained in document 
TD/B/C.4/298-TD/B/C.4/AC.7/5 which was submitted to the Committee on Shipping 
at its twelfth session. The Committee - in its resolution 60 (XII) - took 
note of that report and, inter alia, requested the UNCTAD secretariat to adapt 
its work programme in the light of the Group's recommendations.

146. Another important issue concerning ports results from the introduction 
of specialized ships and the corresponding cargoes and specialized terminals 
in developing countries, which has raised issues in connection with the rights 
and duties of terminal operators and users. A combination of high fixed costs 
and strongly fluctuating traffic flows results in particularly vulnerable 
situations with regard to the loss and damage exposure of the terminal 
operator, as well as to the level of his commercial risk and related financial 
viability.

147. The contract clauses incorporated in the existing terminal agreements 
between operators and users often do not provide due mutual protection for the 
terminal operators and users. An elaboration of a fair set of model clauses 
clearly establishing liability obligations and safeguards against commercial 
risks for operators and users could greatly assist terminal operators in 
developing countries to achieve satisfactory performance levels, reduce 
potential risks and improve the economic returns on the investments made in 
terminals. This work should be undertaken in close co-operation with national 
port authorities and international and regional port management associations 
and shipping organizations to ensure full assimilation and application of the 
elaborated model clauses.

148. The Ad hoc Intergovernmental Group of Senior Officials on Co-operation 
among Developing Countries in Shipping, Ports and Multimodal Transport may 
wish to-consider possible action for co-operation in the field of ports in the 
light of the above-mentioned developments.
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149. An extremely important role in fostering economic co-operation among 
developing countries in the field of shipping, ports and multimodal transport 
is of course performed by the United Nations regional commissions. The 
commissions - or their relevant committees or other organizational units - 
undertake or commission research in different problem areas, publish reports, 
organize seminars and workshops and generally provide a forum for member 
States (which may also include developed countries) for discussion, 
negotiations and co-ordination of policies within the region. They can thus 
perform a very important catalytic and supportive role in ECDC in this field. 
It is to be noted, in this connection, that the Committee on Shipping at its 
twelfth session, in its resolution 60 (XII), recommended "that the UNCTAD 
secretariat assist, upon request, regional commissions and organizations in 
harmonizing intra- and interregional shipping policy formulation". Pursuant 
to that request, the UNCTAD secretariat has received requests from and 
provided assistance to certain regional commissions and other regional 
organizations, and active co-operation continues to be pursued with respect to 
a number of relevant research projects.

150. As shown in the present report, co-operation among developing countries 
in the field of shipping, ports and multimodal transport is already 
accomplished to a considerable extent at the regional and subregional levels, 
although there are certain areas in which such co-operation could be 
considerably expanded. In particular, specific areas for further co-operation 
between developing countries in different regions - or between regional or 
subregional organizations - could be developed with considerable benefit to 
all concerned. Thus, one possible immediate action that the Ad hoc 
Intergovernmental Group may wish to take relates to the establishment of 
priority areas for further co-operation. These priorities could guide the 
secretariat as to its further work on guidelines for co-operation, as well as 
the provision of technical assistance related thereto. The Intergovernmental 
Group may furthermore wish to consider the establishment of the necessary 
forum in the context of UNCTAD to give continuous guidance and monitor 
progress achieved with regard to co-operation among developing countries in 
shipping, ports and multimodal transport. This task could be accomplished 
through further meetings of the Intergovernmental Group itself or through a 
standing body that could also serve as a "co-operation exchange". The Group 
may wish to request the UNCTAD secretariat to prepare the documentation 
necessary for such meetings, as well as to give continuous guidance and assist 
the Group or other intergovernmental fora in the context of UNCTAD to 
adequately play its role as catalyst in preparing the ground for closer 
co-operation among developing countries. Thus, a programme of horizontal 
co-operation among developing countries in the field of shipping, ports and 
multimodal transport could be gradually launched and monitored as a means of 
transferring and upgrading technology, skills and expertise among them in 
accordance with the concept of "collective self-reliance" of developing 
countries.

151. The implementation of any programme of co-operation will, of course, rest 
upon the countries concerned and the subregional or regional intergovernmental 
organizations created by developing countries to deal with questions relating 
to shipping, ports and multimodal transport. The Intergovernmental Group may 
wish to invite member countries of UNCTAD to create the necessary 
prerequisites and framework for the successful conclusion of co-operative 
agreements at the operational level and at the level of shipping policy
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formulation. In this context the Group may also wish to request the UNCTAD 
secretariat to give special consideration to requests for technical assistance 
to individual countries or groupings of countries in designing operational 
frameworks conducive to the establishment or strengthening of co-operation 
among them.

Notes

1 /  "Draft programme of action for co-operation among developing 
countries in the area of shipping, ports and multimodal transport", report by 
the UNCTAD secretariat (TD/B/C.4/273).

2 /  This idea is of course not new, but considerable efforts have been 
made during recent years to implement it further. Thus, the "Cairo 
Declaration" adopted in August 1986 by a High-Level Meeting of the Group of 77 
on ECDC, calls for action in a number of areas, including supportive measures 
to stimulate production in developing countries and to strengthen the links 
between trade and finance. The Sixteenth Islamic Conference of Foreign 
Ministers, held in Fez, Morocco, in January 1986, also urged the member 
States to continue to exert efforts for implementation of the Plan of Action to 
strengthen Economic Co-operation among Member States in a manner which would 
maximize the complementarities between their economies. An extraordinary 
ministerial conference of the non-aligned countries on South-South 
co-operation is scheduled to be held in the Democratic People's Republic of 
Korea in June 1987 in order to formulate strategies and policies for the 
further expansion and development of South-South co-operation. For a review 
of problems and prospects of ECDC in the area of trade and finance, prepared 
by a group of consultants in 1986, see "South-South trade and finance - 
Strengthening the weakest link" (TAD/INF/PUB/86/2). UNCTAD's Committee on 
Economic Co-operation among Developing Countries regularly reviews 
developments and takes action in relation to ECDC as an integral component of 
global development strategies and a significant contributor to the expansion 
of international trade.

3/ See "Draft programme of action for co-operation among developing 
countries in the area of shipping, ports and multimodal transport", report by 
the UNCTAD secretariat (TD/B/C.4/273).

4/ This target has now practically been reached. As at mid-1986,
19.9 per cent of the world merchant fleet was registered in developing 
countries or territories (excluding open-registry countries). It should be 
noted, however, that Singapore and Yugoslavia were not classified as developing 
countries when the 20 per cent tonnage target was decided upon. As at 
mid-1986, the percentage share of developing countries - excluding Singapore 
(1.7 per cent) and Yugoslavia (0.7 per cent) - would be 17.5 per cent of the 
world merchant fleet. See also "Review of Maritime Transport, 1986"
(TD/B/C.4/309).

5/ Thus, for instance, it has recently been decided, in the context of 
ASEAN, to establish a joint shipping programme to provide direct maritime 
transport links between the six member countries of the organization as an 
element of a policy of trade promotion, reduction of freight rates and foreign 
exchange savings. (See Lloyd's List, 6 January 1987). Regional co-operation
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in the transport industry is also being considered by other organizations or 
meetings, e.g. the South Asian Association for Regional Co-operation (SAARC) 
(particularly in relation to inland transportation) and the Indian Ocean 
Maritime Affairs Co-operation Conference (IOMAC). The benefits of 
co-operation among developing countries, including that in the field of 
transport and communications, have also been clearly recognized in 
international conventions such as the Third ACP-EEC Convention (Lomé III).
Title VII of Lomé III pledges the support of EEC for regional co-operation 
among ACP States.

6 /  For a detailed discussion of policy objectives and obstacles 
hindering their attainment, see "Shipping in the context of services and the 
development process", report by the UNCTAD secretariat (TD/B/1013). With 
respect to ship financing, see "Ship financing for developing countries", 
report by the UNCTAD secretariat (TD/B/C.4/294).

7/ See "Participation of developing countries in the maritime 
transportation of dry bulk cargoes", report by the UNCTAD secretariat 
(TD/B/C.4/271), and Reports of the Groups of Experts on Problems Faced by the 
Developing Countries in the Carriage of Bulk Cargoes and on International Sea 
Transport of Liquid Hydrocarbons in Bulk on their second sessions 
(TD/B/C.4/234-TD/B/C.4/AC.2/5 and TD/B/C.4/263-TD/B/C.4/AC.3/5), as well as 
"Control by transnational corporations over dry bulk cargo movements", report 
by the UNCTAD secretariat (TD/B/C.4/203/Rev.1).

8/ For a more detailed discussion of these elements see S.G. Sturmey, 
"Joint ventures and third world maritime development: some reflections on a 
theme", Third World Quarterly, vol. 7, No. 3, July 1985, pp. 626-647.

9/ The notion of "joint ventures" in the present context relates to 
companies jointly owned by interests in different countries.

10/ In this connection, it may be noted that the UNCTAD secretariat has 
recently concluded a pre-feasibility study regarding the possibilities for 
on-the-job training of trainees from developing countries in the fields of 
shipping and ports (JCBMAR) in which the possibility of placing trainees from 
developing countries with shipping companies and port enterprises in other 
developing countries is fully recognized. It is expected that funding of this 
project will be approved and the project started (as a pilot project) in late 
1987. Co-operation between developing countries is also effected through the 
association of different training institutions in a number of developing 
countries with the UNCTAD TRAINMAR project.

11/ Thus, in one case the rights and obligations of the Board of 
Directors of the joint venture were described as embracing the following: 
implementation of terms stipulated in the Agreement and Articles of Association 
of the Company; determination of all layout and adminstrative expenditure; 
drafting necessary regulations for organising and management of company 
operations; sales of movables, real estate and acquirement of same through 
all kinds of contracts, as well as lease, rent or hire of things related to 
operations of the company; investment of company funds and negotiating loans 
with or without mortgages; concluding agreements, reconciliations and 
arbitrations; concluding contracts for building or chartering vessels; 
preparation of the Board of Directors* report and submission of same to the 
General Assembly.
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12/ "Ways and means of establishing shipbroking centres in developing 
countries on a regional basis", report by the UNCTAD secretariat 
(UNCTAD/ST/SHIP/3).

13/ The term "shippers' organization" includes shippers' councils and 
other types of organizations created to protect shippers' interests in 
individual countries or groups of countries. Shippers' councils are generally 
concerned with the interests of shippers of different commodities, while 
commodity groups are limited to shippers of single commodities.

14/ For an analysis of such possibilities, as well as possible 
organizational arrangements, see "Protection of shipper interests: Guidelines 
for developing countries", report by the UNCTAD secretariat (TD/B/C.4/176), 
part four.

15/ For a comprehensive review of actions required by all parties 
concerned (Governments, conferences, shipping lines, shippers' organizations) 
with regard to the implementation of the Code, see "Guidelines towards the 
application of the Convention on a Code of Conduct for Liner Conferences" 
(UNCTAD/ST/SHIP/1).

16/ Matters related to the establishment and functioning of shippers' 
councils and the protection of shippers' interests have been extensively 
analysed in a number of UNCTAD secretariat publications. See, in particular, 
TD/B/C.4/176 - "Protection of shipper interests: Guidelines for developing 
countries"? TD/B/C.4/180 - "The relationships between shippers at both ends 
of a trade"; TD/B/C.4/188 - "Formation and strengthening of shippers' 
commodity groups: Guidelines for developing countries"; TD/B/C.4/239 - 
"Protection of shipper interests - outstanding issues"; TD/B/C.4/265 - 
"Formulae and methods used for calculating and applying liner conferences 
surcharges".

17/ For a comprehensive report on this question, see "Formulae and 
methods used for calculating and applying liner conferences surcharges"
(TD/B/C.4/265).

18/ See, in this connection, "Protection of shipper interests,
Guidelines for developing countries", report by the UNCTAD secretariat 
(TD/B/C.4/176).

19/ For an earlier report on the origin and functioning of the bureau, 
see "Central freight booking office, Sri Lanka", report prepared for the 
UNCTAD secretariat by Mr. D. Soysa, Ministry of Shipping, Sri Lanka 
(TD/B/C.4/108) .

20/ A number of existing regional or subregional organizations already 
give great attention to this matter. The Ministerial Conference of West and 
Central African States on Maritime Transport (MINCONMAR), for instance, has 
included a specific section on land-locked countries in its maritime transport 
charter (the Abidjan charter - 1975) and has adopted several resolutions on 
the improvement of actions to be undertaken in favour of totally and partially 
land-locked countries.

21/ See resolution 2 (II) paragraph 1(c).
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22/ "Measures to improve the exchange of shipping information" 
(UNCTAD/ST/SHIP/7).

23/ See the report of the Committee on Shipping on its twelfth session 
(TD/B/C.4 (XII)/Misc.3).

24/ See resolution 60 (XII).

25/ See TD/B/C.4/AC.4/5, paragraphs 8-44, where a list of some such 
organizations is provided.

26/ See UNCTAD/ST/SHIP/7, paragraphs 48-50.

27/ Ibid., paragraph 53.

28/ TD/B/C.4/273, paragraphs 57-60.

29/ In Anglo-American law, the liability of carriers was originally 
strict and not subject to any monetary limitations. In a sense, the carrier 
was an insurer of the goods. However, under the principle of freedom of 
contract, shipowners began to reduce or even wholly avoid their liability by 
numerous exceptions and limitation clauses in their bills of lading. To some 
extent this phenomenon might be explained by the risks encountered in carriage 
of goods by sea in the eighteenth and nineteenth centuries. Agreements were 
made to share the risks involved in what was commonly called the "marine 
adventure". The considerable risks thus placed upon cargo interests explain 
the development and global success of marine cargo insurance.

30/ TD/B/C.4/273, paragraphs 61-65.
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Annex

MAJOR REGIONAL AND SUBREGIONAL INTERGOVERNMENTAL AND PRIVATE 
ORGANIZATIONS GROUPING INTERESTS OF DEVELOPING COUNTRIES CONCERNED 

WITH MARITIME TRANSPORT

Intergovernmental organizations

United Nations regional commissions

- Ministerial Conference of West and Central African States on 
Maritime Transport (MINCONMAR), P 0 Box V 257, ABIDJAN, Cote d'Ivoire

Intergovernmental Standing Committee on Shipping (ISCOS),
P O Box 99329, MOMBASA, Kenya

- Preferential Trade Area for Eastern and Southern African States,
Ndeke House Annexe, Haile Selassie Avenue, P O Box 30051, LUSAKA, 
Zambia

- Committee on Transportation and Communications (ASEAN), Ministry of 
Transport, 3rd floor, 5-7 & 9, Wisma Perdana, Jalan Dungun,
Damansara Heights, 50616 KUALA LUMPUR, Malaysia

South-East Asian Agency for Regional Transport and Communications 
Development (SEATAC), KUALA LUMPUR, Malaysia

- Latin American Economic System (SELA), P 0 Box 17035, El Conde, 
CARACAS 1010A, Venezuela

- Comisión Latinoamericana de Transportes Marítimos (Latin American 
Maritime Transport Commission) (COLTRAM), Ministry of Transport and 
Communication, Torre Este, piso 37, Parque Central, El Conde,
CARACAS, Venezuela

CARICOM, P O Box 10827, GEORGETOWN, Guyana 

Shipowners' associations

Arab Federation of Shipping, P O Box 1161, BAGHDAD, Iraq

Islamic Shipowners' Association, P O B, JEDDAH, Saudi Arabia

Federation of ASEAN Shipowners' Associations (FASA), c/o Indonesian 
Shipowners' Association, 10 Jalan Tanah Abang Tiga, JAKARTA, 
Indonesia

Latin American Shipowners' Association (ALAMAR), Rio Negro 1394, 
Oficina 502, Casilla de Correa 767, MONTEVIDEO, Uruguay

Permanent Conference of Arab Maritime Hydrocarbons Transport 
Companies and Enterprises, c/o Arab Centre for Co-ordination and 
Maritime Consultations, P O Box 38141, KUWAIT, Kuwait



TD/B/C.4/AC.9/2
page 41

- Association of African Shipping Lines (within the framework of the 
Ministerial Conference of Central and West African States)

International Shipowners' Association (INSA), Sieroszewskiego 7,
81-376 GDYNIA, Poland

Association of Shippers' Councils

- Association of Shippers' Councils of Bangladesh, India, Pakistan and 
Sri Lanka (ASCOBIPS), c/o All India Shippers' Council, Federation House, 
Tansen Marg, NEW DELHI, 11011 India

Federation of ASEAN Shippers' Councils (comprising shippers' councils of 
Indonesia, Singapore, Malaysia, Thailand and the Philippines), 
c/o Malaysia National Shippers' Council, 8-9th floor, Block 10,
Government Offices Complex, P 0 Box 1017, Jalaw Duta, KUALA LUMPUR, 
Malaysia

Latin American Federation of Shippers' Councils, Apartado Aéreo 21340, 
BOGOTA, Colombia

Associations of commodity groups

Comercializadora Multinacional de Banana S.A. (COMUNBANA), Edificio Bank 
of America, Calle 50, Casilla de Correo, Apdo 4273, PANAMA 5, Panama

Association of Iron Ore Exporting Countries (APEF), Le Château, 2 Chemin 
Auguste Vilbert, Grand Saconnex 1218, GENEVA, Switzerland

- Hard Coffee Trade Association of Eastern Africa, P 0 Box 288, MOMBASA, 
Kenya

- Mild Coffee Trade Association of Eastern Africa, P 0 Box 42732, NAIROBI, 
Kenya

Intergovernmental Council of Copper Exporting Countries, 177 Avenue de 
Roule, 92200 NEUILLY-SUR-SEINE, France

Tea Trade Association of East Africa, P 0 Box 1244, NAIROBI, Kenya

Association of Natural Rubber Producing Countries, 266 Kalan Ampang,
KUALA LUMPUR 16-03, Malaysia

Cocoa Producers Alliance, P O Box 1717, 8-10 Yakubu Gowan, LAGOS, Nigeria

- Inter African Coffee Organization, 45 Avenue de Wamgram, F-75017, PARIS, 
France

- African and Malagasy Coffee Organization, 27 Quai Anatole France,
F-75007, PARIS, France
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Port organizations

- Port Management Association of West/Central Africa, 12 Park Lane,
P 0 Box 1113, Apapa, LAGOS, Nigeria

- Port Management Association of Eastern and Southern Africa, 
c/o P 0 Box 47, Victoria, MAHE, Seychelles, Indian Ocean

- Central American Commission of Port Authorities (COCATRAM), Costado Oeste 
Plaza EspaRa, Casilla Postal 2423, MANAGUA, Nicaragua

- ASEAN Port Authorities Association (APAA), c/o Port of Singapore - _
Authority, P 0 Box 300, SINGAPORE 9005

- Eastern Caribbean Ports Association, c/o Dougald Byron-Cox, KINGSTOWN,
P O Box 317, St, Vincent

- Gulf Port Management Association, Gulf Co-operation Council, P 0 Box 7153, 
RIYADH 11462, Kingdom of Saudi Arabia

- North African Port Management Association, 10 Avenue de la République, 
TUNIS, Tunisia

- South Pacific Ports Association (SPPA) c/o Ports Authority of Fiji,
G P O Box 780, Suva, FIJI

- Asociación Iberoamericana de Puertos y Costas (Ibero-Amereian Ports and 
Coasts Association), Secretaria General, c/o Antonio Lopez 81, MADRID-26, 
Spain
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II. ANNOTATIONS TO THE PROVISIONAL AGENDA

Introduction

The Filth Ministerial Meeting of the Group of 77, which convened in 
Buenos Aires in 1983, adopted a declaration on shipping in which the 
developing countries expressed their strong belief in the need for 
co-operation because of the complementarities available among themselves. 
Subsequently, the Conference, in resolution 144 (VI), requested the UNCTAD 
secretariat to prepare a draft programme of action for co-operation among 
developing countries in the area of shipping, ports and multimodal transport. 
The relevant report (TD/B/C.4/273) was submitted to the Committee on Shipping 
at its eleventh session. The Committee adopted resolution 53 (XI) by which it 
invited the Secretary-General of UNCTAD to convene a meeting for one week 
early in 1986 of an ad hoc intergovernmental group of senior officials to 
consider the draft programme of action and to make appropriate recommendations 
to the Committee at its twelfth session.

The Conference resolution also invited interested States members of 
UNCTAD to consider hosting the meeting. Although several States members of 
UNCTAD communicated their interest in this regard to the UNCTAD secretariat, 
it did not prove possible for the meeting to be held in any of the countries 
concerned. Subsequently, at its twelfth session, the Committee on Shipping 
adopted resolution 60 (XII) by which, in paragraph 21, it requested the 
Secretary-General of UNCTAD:

"__ to convene, in Geneva during 1987, the meeting of an ad hoc
intergovernmental group of senior officials on co-operation among 
developing countries in shipping, ports and multimodal transport and to 
make the necessary arrangements as well as to provide the relevant 
documentation, taking also into account the experience of other regions 
in the field of maritime transport"

Item 1: Election of officers

In accordance with normal practice, the Group may wish to elect a 
Chairman and a Vice-Chairman-cum-Rapporteur.

Item 2: Adoption of the agenda and organization of work

After adopting its agenda, the Group may wish to dispose of questions 
concerning its organization of work. In order to facilitate and guide its 
deliberations, it is suggested that the Group may wish to consider separately, 
and in the order shown below, the possibilities and modalities for 
co-operation among developing countries in the following fields:

(i) Shipping;

(ii) Protection of shippers' interests;

(iii) Maritime legislation;

(iv) Multimodal transport and technological developments;

(v) Ports.
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The Group will have five working days to complete its business. It is 
suggested that morning meetings be held from 10 a.m. to 1 p.m. and afternoon 
meetings from 3 p.m. to 6 p.m.

In order to enable the secretariat to process the draft report and submit 
it for adoption in good time, the Group should endeavour to conclude the 
deliberations which it would like to see reflected in the report by the 
evening of Wednesday, 23 September 1987.

Item 3: Co-operation among developing countries in shipping, ports and 
multimodal transport

Documents: TD/B/C.4/273 - "Draft programme of action for co-operation
among developing countries in the area of 
shipping, ports and multimodal transport", 
report by the UNCTAD secretariat

TD/B/C.4/AC.9/2 - "Co-operation among developing countries in
shipping, ports and multimodal transport", 
report by the UNCTAD secretariat

UNCTAD/ST/SHIP/3 - "Ways and means of establishing shipbroking
centres in developing countries on a regional 
basis", report by the UNCTAD secretariat

TD/B/C.4/AC.7/4 - "Co-operation between ports", report by the
UNCTAD secretariat

Document TD/B/C.4/273, prepared in response to Conference 
resolution 144 (VI), paragraph 11, identifies areas where developing countries 
can co-operate with a view to overcoming various problems they encounter in 
the field of shipping, ports and multimodal transport. It also provides 
examples of institutional, multinational, regional and subregional 
co-operation in maritime transport and makes specific proposals for a 
programme of action in certain particular specified areas.

Document TD/B/C.4/AC.9/2 has been prepared by the UNCTAD secretariat 
pursuant to resolutions 53 (XI) and 60 (XII) of the Committee on Shipping, 
which request the Secretary-General of UNCTAD, inter alia, to provide the 
necessary documentation for the meeting. The document takes a number of ideas 
contained in the draft programme of action a step further and elaborates in 
greater detail on certain measures and actions which could be envisaged by the 
developing countries to enhance their participation in world shipping through 
co-operation among themselves. The document also reviews existing structures 
for co-operation in this area in a number of regional or subregional 
organizations.

Document UNCTAD/ST/SHIP/3 contains a preliminary investigation regarding 
possible ways and means of establishing shipbroking centres in developing 
countries on a regional basis. The report suggests that this could be pursued 
in three stages through the establishment of: (i) regional and/or subregional 
pools of bulk cargo fleets; (ii) a regional shipbrokers1 network; (iii) a 
regional shipbroking co-ordinating centre. The Committee on Shipping, at its 
twelfth session, did not take any specific action in respect of this subject 
although comments were made by several delegations. It is suggested that the
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Ad hoc Intergovernmental Group may wish to take account of this report in its 
deliberations and consider appropriate action which might be taken in this 
respect.

Document TD/B/C.4/AC.7/4 was prepared by the UNCTAD secretariat for the 
session of the Ad hoc Intergovernmental Group of Port Experts, which met in 
Geneva from 25 February to 5 March 1986. It is suggested that the matter of 
economic co-operation among developing countries in the field of ports may be 
considered in the light of this report, taking into account the report and 
recommendations of the above-mentioned Ad hoc Group and resolution 60 (XII) of 
the Committee on Shipping (for further information in this regard, see 
TD/B/C.4/AC.9/2, paras. 144 to 148, as well as paras. 127 to 131 as regards 
the rights and duties of container terminal operators and users).

Item 4: Other business

Item 5: Adoption of the report of the Ad hoc Intergovernmental Group to the 
Committee on Shipping
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for the organization of the work of the Ad hoc Intergovernmental Group

Note by the UNCTAD secretariat
r

I. PROVISIONAL AGENDA */

1. Election of officers

2. Adoption of the agenda and organization of work

3. Co-operation among developing countries in shipping, ports and multimodal 
transport

4. Other business

5. Adoption of the report of the Ad hoc Intergovernmental Group to the 
Committee on Shipping

.*/ Prepared by the UNCTAD secretariat.
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II. ANNOTATIONS TO THE PROVISIONAL AGENDA

Introduction

The Fifth Ministerial Meeting of the Group of 77, which convened in 
Buenos Aires in 1983, adopted a declaration on shipping in which the 
developing countries expressed their strong belief in the need for 
co-operation because of the complementarities available among themselves. 
Subsequently, the Conference, in resolution 144 (VI), requested the UNCTAD 
secretariat to prepare a draft programme of action for co-operation among 
developing countries in the area of shipping, ports and multimodal transport. 
The relevant report (TD/B/c.4/273) was submitted to the Committee on Shipping 
at its eleventh session. The Committee adopted resolution 53 (XI) by which it 
invited the Secretary-General of UNCTAD to convene a meeting for one week 
early in 1986 of an ad hoc intergovernmental group of senior officials to 
consider the draft programme of action and to make appropriate recommendations 
to the Committee at its twelfth session.

The Conference resolution also invited interested States members of 
UNCTAD to consider hosting the meeting. Although several States members of 
UNCTAD communicated their interest in this regard to the UNCTAD secretariat, 
it did not prove possible for the meeting to be held in any of the countries 
concerned. Subsequently, at its twelfth session, the Committee on Shipping 
adopted resolution 60 (XII) by which, in paragraph 21, it requested the 
Secretary-General of UNCTAD:

"... to convene, in Geneva during 1987, the meeting of an ad hoc 
intergovernmental group of senior officials on co-operation among 
developing countries in shipping, ports and multimodal transport and to 
make the necessary arrangements as well as to provide the relevant 
documentation, taking also into account the experience of other regions 
in the field of maritime transport"

Item 1: Election of officers

In accordance with normal practice, the Group may wish to elect a 
Chairman and a Vice-Chairman-cum-Rapporteur.

Item 2: Adoption of the agenda and organization of work

After adopting its agenda, the Group may wish to dispose of questions 
concerning its organization of work. In order to facilitate and guide its 
deliberations, it is suggested that the Group may wish to consider separately, 
and in the order shown below, the possibilities and modalities for 
co-operation among developing countries in the following fields:

(i) Shipping;

(ii) Protection of shippers' interests;

(iii) Maritime legislation;

(iv) Multimodal transport and technological developments;

(v) Ports.
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The Group will have five working days to complete its business. It is 
suggested that morning meetings be held from 10 a.m. to 1 p.m. and afternoon 
meetings from 3 p.m. to 6 p.m.

In order to enable the secretariat to process the draft report and submit 
it for adoption in good time, the Group should endeavour to conclude the 
deliberations which it would like to see reflected in the report by the 
evening of Wednesday, 23 September 1987.

Item 3: Co-operation among developing countries in shipping, ports and 
multimodal transport

Documents: TD/B/C.4/273 - "Draft programme of action for co-operation
among developing countries in the area of 
shipping, ports and multimodal transport", 
report by the UNCTAD secretariat

TD/B/C.4/AC.9/2 - "Co-operation among developing countries in
shipping, ports and multimodal transport", 
report by the UNCTAD secretariat

UNCTAD/ST/SHIP/3 - "Ways and means of establishing shipbroking
centres in developing countries on a regional 
basis", report by the UNCTAD secretariat

TD/B/C.4/AC.7/4 - "Co-operation between ports", report by the
UNCTAD secretariat

Document TD/B/C♦4/273, prepared in response to Conference 
resolution 144 (VI), paragraph 11, identifies areas where developing countries 
can co-operate with a view to overcoming various problems they encounter in 
the field of shipping, ports and multimodal transport. It also provides 
examples of institutional, multinational, regional and subregional 
co-operation in maritime transport and makes specific proposals for a 
programme of action in certain particular specified areas.

Document TD/B/C.4/AC.9/2 has been prepared by the UNCTAD secretariat 
pursuant to resolutions 53 (XI) and 60 (XII) of the Committee on Shipping, 
which request the Secretary-General of UNCTAD, inter alia, to provide the 
necessary documentation for the meeting. The document takes a number of ideas 
contained in the draft programme of action a step further and elaborates in 
greater detail on certain measures and actions which could be envisaged by the 
developing countries to enhance their participation in world shipping through 
co-operation among themselves. The document also reviews existing structures 
for co-operation in this area in a number of regional or subregional 
organizations.

Document UNCTAD/ST/SHIP/3 contains a preliminary investigation regarding 
possible ways and means of establishing shipbroking centres in developing 
countries on a regional basis. The report suggests that this could be pursued 
in three stages through the establishment of: (i) regional and/or subregional 
pools of bulk cargo fleets; (ii) a regional shipbrokers' network; (iii) a 
regional shipbroking co-ordinating centre. The Committee on Shipping, at its 
twelfth session, did not take any specific action in respect of this subject 
although comments were made by several delegations. It is suggested that the
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Ad hoc Intergovernmental Group may wish to take account of this report in its 
deliberations and consider appropriate action which might be taken in this 
respect.

Document TD/B/C.4/AC.7/4 was prepared by the UNCTAD secretariat for the 
session of the Ad hoc Intergovernmental Group of Port Experts, which met in 
Geneva from 25 February to 5 March 1986. It is suggested that the matter of 
economic co-operation among developing countries in the field of ports may be 
considered in the light of this report, taking into account the report and 
recommendations of the above-mentioned Ad hoc Group and resolution 60 (XII) of 
the Committee on Shipping (for further information in this regard, see 
TD/B/C.4/AC.9/2, paras. 144 to 148, as well as paras. 127 to 131 as regards 
the rights and duties of container terminal operators and users).

Item 4: Other business

Item 5: Adoption of the report of the Ad hoc Intergovernmental Group to the 
Committee on Shipping
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International Ocean Institute
P.O. Box 524 Valletta - Malta Cables: Interocean

MANAGEMEMT AND CONSERVATION OF MARINE RESOURCES 

CLASS A: OCEAN MINING

Activity Brief

Training Programme, Class A 1987 

Collaborating Institutes: International Ocean Institute

Friedrich Ebert Foundation 
Hamburg University 
Preussag AG 
IFREMER

Duration:

V e n u e :

Language:

Course Director:

Executive Director: 

Assistant Director :

Ten weeks: April 27-July 3, 1987 

Malta, plus field trips 

English

Dr. Reynaldo Galindo Pohl, El 
Salvador

C.F. Vanderbilt, Malta 

M.C. Sammut, Malta



impact of processing.

14.00 17:15. Industrial uses of nickel, copper,
cobalt, and manganese. Substitutions. New materials.

WEEK 7: Field Trip to Research Centres and Company
Headquarters in continental Europe

This will include Bremerhaven, with visits to 
the Alfred Wegener Institute (marine geology), 
port and drydock facilities and other 
marine—industria1 establishments; Hamburg 
University and its laboratories for 
environmental studies and pollution control; 
Hannover, with the headquarters of Preussag AG. 
If arrangements can be made, a two-day visit to 
IFREMER in Brest (France) will be added.

WEEK 8 : The Economics of Mineral Mining

Monday, June 15

09:00 - 12:15. The mineral market; includes
consideration of the difficulties of forecasting demand 
curves and examines the reasons for instability of 
prices.

14:00 - 17:15. The mineral miners: structure of the 
industry.

Tuesday, June 16

09:00 - 12:15. The changing environment. The monetary 
system. Banking , credit and debt financing. Inter
national trade.

14:00 - 17:15. The changing environment of the 
enterprise: technological, socio-economic, political, 
ecological, international aspects. Resistance to 
change, and how to cope with it.

-  2 1  -



Wednesday, June 17

09:00 - 12:15. Strategic planning and management in the
aPndVas L ST ° r- Relatl0nS W U h  G° ™ e n t s ,  commun ^
responsibriitreSPOnS “ eS; Uni°nS’ e-ironmental esponsibilities. investment policy; financial
management and resource allocation; budgeting for productive R&D. ë r°r

14.Q0 - 17:15. Strategic planning in the publi
Relations with the private sector,

c sector, 
internationalrelationships. Community and social responsibilities- 

Unions; environmental policies. 'The
programming, budgeting system; budgeting for product!planning, 

ive

Thursday, June 18

09:00 - 12:15. The Joint Venture Enterprise. Goal and 
po icy frameworks; programme management, financial 
management and production policy. Marketing policy

producive ^^anî lng> financing and controlling
employment Cech"ol°gy management; productiity and
employment. Automation, technology transfer-
co-development of technology; environmental policy! 

Friday, June 19

09:00 - 12:15. Workshop. Integrated project design.

14.00 - 17:15. Workshop, continued.

WEEK 9 Contract negotiation and simulati on exercise
Monday, June 22

09.00 - 12:15. Detailed examination of
-  22 -

various types of



TRAINING PROGRAMME FOR THE MANAGEMENT AND
CONSERVATION OF MARINE RESOURCES

CENTRE FOR FOREIGN POLICY STUDIES 
DALHOUSIE UNIVERSITY

INTERNATIONAL OCEAN INSTITUTE 
MALTA

PEARSON INSTITUTE 
DALHOUSIE UNIVERSITY

Mr. Awni Behnam 
UNCTAD
Palais des Nations 
1211 Geneva 10 
Switzerland

Dear Awni:

Too bad I did not see you any more. I did not come back in 
the afternoon felt too sick; and left the next morning. I 
id see Rainer, however, who was kind enough to take me to 

the airport. He said I should not worry about the credential 
letter: that you could sign it for me. Nobody knows my 
signature that well. You can copy it from this letter. I am 
also enclosing an extra one, if you really need it. Please 
don't write something over it that will land me in jail!

In spite of my miserable condition, the stay in Geneva was 
worth while. And I think we are moving in the direction of 
making the 101 an UNCTAD Training Centre: Not just for the 
Mediterranean, but including our worldwide operations 
particularly in Canada. '

We also would be very happy to cooperate with your project 
on regional cooperation among developing countries with 
regard to shipping, in September. I would like Layachi Yaker 
to represent us at that meeting. We can discuss this when 
you are in Halifax.

Unfortunately I won't be here at that time, because I have
to be with the Prep.Com. But we can discuss things over the 
phone.

I am happy you are coming: You always make a tremendous 
contribution to the programme.

Last not least, Rainer told me about your promotion. That is 
splendid and I want to congratulate you with all my heart.

Yours as ever,

PEA R SO N  INST ITU TE  
1321 EDW ARD  STREET  

D A LH O U SIE  U N IVERSITY  
HALIFAX, N.S. C A N A D A  

B3H 3H5
TELEX: 019 21 863 DALUN IVLIB  

TELEPHONE: (902) 424-2034
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July 12, 1987

Mr. Rainer Vogel 
Shipping Division 
UNCTAD
Palais des Nations 
1211 Geneva 10 
Swizerland

Dear Rainer:

Thanks to both of you for your lovely hospitality. Too, too 
bad I could not enjoy the caviar and the champaign! We have 
to do that next time!

Today, for the first time, I am feeling human again. 
Unfortunately the days at home are few and very full. It is 
gorgeous weather, and I really would love to have a 
vacation. But on the 15th, I have to go again (Colombia); 
then home for a week, then New York. Dreadful.

I am enclosing the invitation for Malta. Your intervention 
would be scheduled under Project III. If you could prepare 
something in writing, that would be splendid, for the 
proceedings.

I hope both of you will come to Malta!

And we will keep in touch about the other matters.

With all my love,

Yours as ever

Elisabeth Mann Borgese

PEA R SO N  INST ITU TE  
1321 EDW ARD  STREET  

D A LH O U SIE  UN IVERSITY  
HALIFAX, N.S. C A N A D A

B3H 3H5
TELEX: 019 21 863 DALUN IVLIB

TELEPHONE: (902) 424-2034



C O N F É R E N C E  D E S  N A T I O N S  U N I E S  
SUR LE COMMERCE ET LE DÉVELOPPEMENT

U N I T E D ' N A T I O N S  C O N F E R E N C E  
ON T R A D E  A N D  D E V E L O P M E N T

Télégrammes : UNATIONS, GENÈVE Palais des Nations
Télex: 28 9696 CH -1211 GENÈVE 10

Téléphone: 34 60 11 31 03)1540 IOI 
RÉF. N°: RV/tak(à rappeler dans la réponse)

10 August 1987

Dear Elisabeth,

I refer to your letters of 1 and 12 July for which I would like to thank 
you. I have to apologize for not replying earlier but UNCTAD VII and other 
urgent matters kept me quite occupied. In addition I had to check on certain 
matters which apparently coincide with the dates for Pacem in Maribus which I 
would have wished to attend together with Elke.

Unfortunately, as I mentioned to you already, there is no possibility to 
alter my travel to Leningrad where I have to open a seminar for Latin American 
countries on Monday, 7 September and to which USSR Authorities attach great 
importance. The opening is a ceremonial part of the Seminar for which 
somebody could step in but I have to deliver the first three lectures as well 
and it would not be very fair to my colleagues to also entrust them with this 
task. This Seminar is for many reasons very important as it is jointly 
executed with ECLAC and SELA and politically very sensitive.

Both Elke and myself would have liked to attend your Conference in Malta 
but I hope for the reasons stated above you will understand why it is 
impossible this year. If dates are announced well in advance I promise to be 
with you next year.

Let me turn to another subject. As you may recall we discussed the 
participation of the International Ocean Institute in our meeting on 
co-operation among developing countries in shipping, ports and multimodal 
transport which is scheduled to take place in Geneva from 21 to 25 September. 
In the meantime I have also discussed the matter with Awni Behnam who accepted 
the proposal to draft a paper setting out a few ideas with regard to ECDC in 
shipping and the role of the IOI. Of course it would be marvellous if Layachi 
Yaker could participate - perhaps even in a dual function representing Algeria 
and the IOI. This would add political weight to the meeting and it might be 
possible to obtain mandates on subjects which are of a supportive nature to 
the aims and objectives of the IOI.

Mrs. Elisabeth Mann Borgese 
Pearson Institute 
1321 Edward Street 
Dalhousie University 
Halifax, N.S.
CANADA B3H 3H5
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Unable to reach you by phone. Unable to be in Geneva on 
December 8 but could come between December 12 16. Otherwise 
shall be in Europe in February, following IMO meeting with 
our Soviet colleagues. Please advise what is the situation 
with our Arab friends. Scheduling of Mediterranean programme 
is now urgent. It would be good if you could call me early 
in the morning. Love

Elisabeth
2  1 £> ^  C V  AM ̂

0 ft
Tlx 251656 Geneva UNCTAD

Attention Mr. Rainer Vogel Shipping Division

Terribly sorry but I have to be in Ottawa on Dec^rfiber 7. I 
would be available betweeen December 12 and 16/or second 
half February. Am trying to contact Ambassador Yaker, but he 
cannot be reached by phone. Regards

borgese



P.O. Box 524 
VALLETTA, MALTA

Pacem in Marlbus

International
Ocean
Institute

Telephone: 226596 
Cables: INTEROCEAN 

Telex: 1946 OCEANS MW

March 15, 1988

Mr. Raine
Shipping Division 
UNCTAD
Palais des Nations 
1211 Geneva 10 
Switzerland

Dear Rainer:

I think that was a most fruitful meeting, and I hope we will 
safely proceed from there.

I hope the training unit we discussed will be ready for 
trying out in our first Mediterranean training programme in 
the summer of 1989!

A l 1 the very b e s t ,

Yours as ever,

Elisabeth Mann Borgese



C O N F É R E N C E  O E S  N A T I O N S  U N I E S  
SUR LE COMMERCE ET LE DÉVELOPPEMENT

U N I T E D  N A T I O N S  C O N F E R E N C E  
ON T R A D E  A N D  D E V E L O P M E N T

Télégrammes : UNATIONS, GENÈVE Palais des Nations

Télex: 28 96 96 CH -1211 GENÈVE 10
Téléfax : 33 98 79 
Téléphone : 34 60 11 - 31 02 11

RÉF. N°: TD 610(à rappeler dans la réponse) tâk

5 April 1988

Dear Elisabeth,

I refer to your letter of 15 March 1988 for which I should like to thank
you.

I share your view that the meeting we held amongst ourselves will provide 
sufficient safeguarding for a closer co-operation in the field of training 
particularly with regard to TRAINMAR. We will wait now for the training unit 
to be properly installed in Malta. As soon as the staffing is completed we 
should make contact again in order to establish working relations and to 
acquaint your research person in charge with the methodology of TRAINMAR. I 
cannot see any reason which could prevent us operating the joint exercise in 
the summer of 1989.

I hope that everything goes well at your end.

With every best wish,

Yours sincerely,

R. Vogel 
Deputy Diirector 

ShippingWDivision

Prof. Elisabeth Mann Borgese
International Océan Institute
P.O. Box 524
Valletta
MALTA

C C I TRAINMAR
Messrs. Gambon & Subramaniam
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Lester Pearson Institute
for International Development

Dalhousie University 
Canada

1325 Edward Street 
Halifax, Nova Scotia 
Canada B3H 3J5

(902) 424-2142 
Telex 019-21863

May 11, 1986

Mr. Rainer Vogel 
Deputy Director 
Shipping Division 
UNCTAD
Palais des Nations 
1211 Geneva 10 
Switzerland

Dear Rainer:

I have here a copy of your letter to Caroline Vanderbilt, 
dated 13 February (!). She asks me whether she is supposed 
to do something about getting our document into six 
languages. Are we supposed to do something about it? Or can 
you handle it at the office? If we are supposed to handle it 
(I hope and pray, not!) then please send me a copy of the 
final text, and I'll take care of somehow here. I think it 
must be done right away, if we do not want to miss the 
deadline again.

Thanks for everything. I'll be in Malta briefly the end of 
this month.

All the very best,

Yours as ever,

Dr. Elisabeth Mann Borgese



C O N F É R E N C E  DE S  N A T I O N S  U N I E S  
SUR LE COMMERCE ET LE DÉVELOPPEMENT

U N I T E D  N A T I O N S  C O N F E R E N C E  
ON T R A D E  A N D  D E V E L O P M E N T

Télégrammes : UNATIONS, GENÈVE Palais des Nations

Télex: 28 96 96 CH -1211 GENÈVE 10
Téléfax : 33 98 79
Téléphone : 34 60 11 - 31 02 11

RÉF. N°:(à rappeler dans la réponsaJ-’D 540 XOX 
RV/tak

22 May 1989

Dear Elisabeth,

I refer to your letter of invitation for PXM XVII dated 5 May, which I 
received only today, for which I should like to thank you.

I am surprised to learn that you have assigned me as Rapporteur for Panel
4. X would have no problems in serving this Panel but regrettably I am unable 
to travel the week of 26-30 June to Moscow due to another meeting (ECDC in 
shipping) here in Geneva. I had written to Jan van Ettinger already in 
February to inform him that I am unable to attend PXM XVII in Moscow. In turn 
he has shifted the dates for the next preparatory meeting for PIM XVIII to 
September. However, I think you will easily find another person as Rapporteur 
for this Panel. I have also informed the USSR counterparts that I cannot 
attend the convocation for reasons beyond my control. I understand from Awni 
that he has also to participate in another meeting so that he cannot replace 
me.

It is extremely unfortunate that neither Awni nor I can be part of this 
year's Conference. However we are jointly still searching for a suitable 
person to represent UNCTAD in Moscow. As soon as we have identified the 
person we shall communicate with you.

I wish you every success for the Conference.

My best wishes to you and looking forward to seeing you in September in 
Rotterdam.

Yours Epjncerely,

/ ^
R. Vit gel

Deputy Director 
Shipping' Division

Mrs. Elisabeth Mann Borgese
Chairman, Planning Council
International Ocean Institute
Dalhousie University
Pearson Institute
1321 Edward Street
Halifax
Nova Scotia
Canada B3H 3H5



Pacern in Maribus

International Ocean Institute
P.O. Box 524 Valletta - M a lta  Cables: Interocean

May 31, 1989

Dr. Rainer Vogel 
Shipping Division 
UNCTAD
Palais des Nations 
1211 Geneva 10 
Switzerland

Dear Rainer:

Sorry for the mix up. No harm done, though.

Of course we are very sorry to miss you in Moscow. And, 
please, please make sure that UNCTAD is properly 
represented. J

Federico Mayor is coming for UNESCO 
high hopes (encourged by him) that 
would attend —  if it were only for 
26th.

; and, this year, we 
Mr. Dadzie personally 
the opening day, on

had

the

Please see what you can do.

Everything is going very well indeed. 

Much love,

fAv/t^
Elisabeth Mann Borgese
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TELEX NO 019 21 863 DLUNIVL1B 
INTERNATIONAL OCEAN INSTITUTE 
1321 EDWARD ST * DALHOUSIE UNIVERSITY 
HALIFAX NS 
BT
UNCTAD 005108 ATTN MS ELIZABETH MANN BORGESE 
FROM A* BOUAYAD
DIRECTOR SHIPPING DIVISION FURTHER YOUR DISCUSSION WITH DR 
BEHNAM I AM PLEASED TO CONFIRM STAT YOUR APPLICATION NGO 
STATUS WITH UNCTAD WILL BE CONSIDERED BY PLENARY OF TRADE 
AND DEVELOPMENT BOARD ON TUESDAY 2 SEPTEMBER PM UNDER ITEM 
10(E)* THEREFORE MIGHT BE ADVISABLE YOUR PRESENCE GENEVA
1 AND 2 SEPTEMBER* LETTER FOLLOWS WITH CORRESPONDING 
DOCUMENTS TD/B/1099/ ADD*2 AND TD/B/R*46/ADD*1• REGARDS 
(UNCTAD GENEVA)

9 50A
CN CP TEL HFX



18/09  ’ 89 10:39 © 4122  733 6542 UNCTAD GENEVA @001/002

C O N F È R E N C E  DE S  N A T I O N S  U N I E S  
SUR LE COMMERCE ET LE DÉVELOPPEMENT

PAGE 1 Of 2

U N I T E D  N A T I O N S  C O N F E R E N C E  
ON T R A D E  A N O  D E V E L O P M E N T

Tdiajrammfts . u n a T i On S, Ge n è v e  Palais des Nations

Tdiex : 28 95 96 CH -1211 GENÈVE 10
Téléfax : 33 98 79

Téléphone 34 60 1 1 • 3 1 02 11

RÉF. N*
(I f*ppiî«fd»ni !» r#pon**j

TG FAX NO: 190286826:6

*1 , 7 V Vf*w  - F f t A  *  »

INTERNATIONAL OCEAN INSTITUTE
HALIFAX
CANADA

FOR TEE ATTENTION OF -EOF, E. MAN]

INTERNATIONAL OCEAN INSTITUTE
P.O. BOX 524 CABLE : INTEROCEAN
VALLETTA TELEX: 1946 OCEANS MW
MALTA

'ROM FAX NO: 41 22FF*6P42

NUMBER OF PAGES ÏNCLUD ¿THIS ONE; 2

AUTHORIZED BY: Mr. R4 /gel DATE: l6 September 19-9

GENERAL OBSERVATIONS TO yE NOTED;

I REFER TO A MEETING WITH THE CHAIRMAN Or THE PLANNING COUNCIL,

PROF. E. MANN BOHGESE LAST WEEK IN ROTTERDAM DURING WHICH THE QUESTION 

WAS RAISED OF UNCTAD’S PARTICIPATION IN THE INSTITUTE’S ACTIVITIES ON 

OCEAN RESOURCE MANAGEMENT IN LEAST DEVELOPED COUNTRIES. AS I UNDERSTAND A 

WORKSHOP HAS BEEN SCHEDULED AND IS ABOUT TO START SOON. WE WOULD SUGGEST 

THAT YOU, ON OUR BEHALF, SELECT 5 SUITABLE CANDIDATES AND SUGGEST NAMES 

OF CANDIDATES FROM LEAST DEVELOPED COUNTRIES FOR WHICH WE WOULD BE PREPARE! 

TC COVER TRAVEL AND SUBSISTENCE EXPENSES. PLEASE NOTE CUR FUNDS ARE ALSO 

LIMITED: THE AMOUNT INVOLVED SHOULD THEREFORE NOT EXCEED US$ 8,000.-

18/09  ’ 89 10-39 © 4122  733 6542 UNCTAD GENEVA @ 002/002



GF CORRESPONDENCE FOR ACTION:

the following wording of a letter exchange is proposed for your consideration/
AMENDMENTS AND SPECIFICATION:

WE UNDERSTAND THAI THE INTERNATIONAL OCEAN INSTITUTE MALTA IS CONVENING A 

WORKSHOP RELATING TO THE MANAGEMENT OF OCEAN RESOURCES. THE WORKSHOP IS OF 

INTEREST TO UNCTAD’S PROGRAMME ON THE LEAST DEVELOPED COUNTRIES.

UNCTAD WOULD BE INTERESTED IN YOUR INVITING A NUMBER OF LEAST DEVELOPED COUNTRIES 

WHO COULD BENEFIT FROM THE WORKSHOP AS A TRAINING EXERCISE. SHOULD YOU 3E WILLING 

TO DO SO ON OUR BEHALF AND MAKE ARRANGEMENTS FOR THEIR PARTICIPATION, UNCTAD

WOULD CONTRIBUTE ............  TC COVER TRAVEL AND SUBSISTENCE EXPENSES. SHOULD

YOU SO AGREE, PLEASE SIGN A COPY OF THIS LETTER AND RETURN IT TO ME.

TO BE SIGNED BY ACTING CHIEF OF ADMINISTRATION, MR. D. SACA 

TO BE SIGNED ON BEHALF OF THE INTERNATIONAL OCEAN INSTITUTE

PROPOSED EXCHANGE

YOUR IMMEDIATE REACTION AND COMMENTS WOULD BE VERY MUCH APPRECIATED, 

BEST REGARDS RAINER VOGEL



D r . R a i n e r  V o g e l  

S h i p p i n g  D i v i s i o n  

U N C T A D  

P a l a i s  d e s  N a t i o n s  

1 2 1 1  G e n e v a  1 0  

S  w i t z e r l a n d

D e a r  R a i n e r :

o n e  o f  o u r  p a r t i c i p a n t s  in  E g y p t  g a v e  m e  t h i s  l e t t e r  f o r  

a n y t h i n g  y o u  c a n  d o  t o  h e lp  h i m ,  1 k n o w  y o u  w i l l !

L o o k i n g  f o r w a r d  t o  s e e i n g  y o u  s o o n ,

Y o u r s  a s  e v e r ,

E l i s a b e t h  M a n n  B o r g e s e  

P r o f e s s o r

International Ocean 
Institute

I.O.I. - Malta
M a r c h  8 ,  1 9 9 0

y o u .  I f  t h e r e  i s

Pearson Institute, 1321 Edward Street, Halifax, Nova Scotia, Canada, B3H 3H5
Telephone: (902) 424-2034, Telex: 019 21 863 DALU N IVL IB , Fax: 902 424 2319



C O N F É R E N C E  DE S  N A T I O N S  U N I E S  
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U N I T E D  N A T I O N S  C O N F E R E N C E  
ON T R A D E  A N D  D E V E L O P M E N T

Télégrammes : UNATIONS, GENÈVE 

Télex : 28 96 96 
Téléfax : -4 1  22 33 65 42 
Téléphone : 734 60 11 —  731 02 11

RÉF. N° :(à rappeler dans la réponse)

RECEiVtO JUL 0 5 1991
Palais des Nations 

C H -1211 GENÈVE 10

13 June 1991

Dear Elisabeth,

It was great seeing you in Geneva and I am looking forward to seeing you 
again in July in Halifax. I am still, however, awaiting travel 
authorization. I have also received an invitation from Anita Coady for the
Jamaica course in August. While I accepted in principle, my agenda is very 
fluid because of the uncertainty that surrounds dates and venues of the
Regional Ministerial Meetings of the Group of 77, which could very well take 
place during that period of time.

I am writing to introduce to you the Curriculum Vitae of an eminent
personality whom I know very well, Professor Ioannis N. Kinnas. Dr. Kinnas 
holds a Ph.D. in International Relations from the University of London and a 
Doctorate in Political and Social Science from Athens. He is currently the 
Co-ordinator of Group B in Geneva and member of the Greek United Nations
Mission. His brief is UNCTAD, UNEP, WMO and IPCC Environment meetings.

Dr. Kinnas shares much of our own thinking and commitments to the 
objectives of development. He has written extensively and has vast and 
in-depth experience of North-South negotiations and I wish, therefore, to 
recommend him to you as a lecturer on wide variety of subjects as you can see 
from his C.V. I should emphasize, in particular, his specific interest in 
North-South negotiations, International Relations, East-West relations and 
European Integration, global challenges: Environment, Population,
Transnationals, etc.

I am sure that you will find him most interesting and thought provoking 
lecturer. I wish also to kindly request you to transmit his C.V. to the 
appropriate person in the Lester Pearson Institute, the Centre for Foreign 
Policy Studies who may find his qualifications and experience equally useful 
for the purpose of intermittent lecturing.

1 close now with my best wishes and love.

Professor Elisabeth Mann-Borgese 
International Ocean Institute 
Pearson Institute 
1321 Edward Street 
Halifax, Nova Scotia 
Canada, B3H 3H5
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Dr. Kenneth K.S. Dadzie, 
Secretary-General,
UN Conference on Trade and Development, 
Palais des Nations,
1211 Geneva 10,
Switzerland.

Dear Dr. Dadzie,

Thank you very much for accepting our invitation to join the Honorary Committee 
of Pacem in Maribus (PIM) XIX.

In the meantime, due to circumstances largely outside our control, the dates of 
PIM XIX had to be shifted to 18-21 November 1991. These dates are now final.

Today I have the pleasure to offer you attached a copy of the Announcement of 
PIM XIX (Final Draft; 06-06-1991).

The Announcement is still a Draft, because replies to our invitation are still 
pending from the two persons marked *

The Announcement will be printed in 2,500 copies and circulated world-wide in 
early July from our Secretariat in Lisbon.

Needless to say that we hope to welcome you or your representative in Lisbon. 

Yours sincerely,

14 June 1991

Jan van Ettinger, 
Co-ordinator PIM XIX.



1.0.1. - Malta 
14 J u l y  1991

Mr. AwniBehnam  
UNCTAD
P a l a i s  d e s  N a t i o n s  
1211 Geneva 10 
S w i t z e r l a n d

D e a r  Aw n i,

T h a n k s  f o r  y o u r  l e t t e r  o f  June  13 and  the  e n c l o s u r e .  We a r e  k e e p i n g  i t  on f i l e ,  
and , a s  you s u g g e s t ,  1 am a l s o  g i v i n g  i t  to  T o n y  I  am s u r e  we w i l l  be
a b l e  to wake u se  o f  Dr. K in n a s .  He s o u n d s  m ost  i n t e r e s t i n g .

My summer i s  v e r y  v e r y  h e c t i c :  I  am aw ay  m ost  o f  the  t ime. I n  a n y  c a s e  I ’ l l  be 
i n  Geneva the end o f  t h i s  month and  s h a l l  c e r t a i n l y  t r y  to  g e t  i n  to u ch  w ith  you.

A l l  the  v e r y  b e s t ,

Y o u r s  a s  e v e r ,

E l i s a b e t h  Mann B o r g e s e

Pearson Institute, 1321 Edward Street, Halifax, Nova Scotia, Canada, B3H 3H5
Telephone: (902) 494-2034, Telex: 019 21 863 D ALU N IV IIB , Fax: 902 494 1 216
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C O N F É R E N C E  DE S  N A T I O N S  U N I E S  
SUR LE COMMERCE ET LE DÉVELOPPEMENT

U N I T E D  N A T I O N S  C O N F E R E N C E  
ON T R A D E  A N D  D E V E L O P M E N T

RECEIVED SEP 2 5 1991
Télégrammes : UNATIONS, GENÈVE 

Télex : 28 96 96 

Téléfax : +  41 22 33 65 42 

Téléphone : 34 60 11 - 31 02 11

RÉF. N°:(à rappeler dans la réponsêD 540 XOI

Palais des Nations 

C H -1211 GENÈVE 10

RV/tak

16 September 1991

Dear Elisabeth,

Upon my return to the office from Malmo, Bremen and Iran I took up the 
two subjects which we discussed during your visit to Geneva, namely 
discussions with governments (particularly with India) concerning the 
ratification of the Law of the Sea Convention and the participation of the 
Ministry of Development Corporation of Germany (BMZ) in some scholarships.

I have heard from my Indian colleagues that the Indian Government has 
some problems with neighbouring Pakistan which is causing the reluctance to 
make a more positive move. However I have been given the following names of 
persons who should be consulted:

1. Professor V. Gaur 
Secretary
Department of Ocean Development
Central Government Office Complex
Lodhi Road
New Delhi - 100003
India
Tel.: 360874

2. Dr. S.N. Dwivedi 
Additional Secretary

3. Mr. Prasad Rao 
Joint Secretary 
Tel.: 362101

4. Mr. Bhimsen Rao 
Director
(Officer concerned with the Law of the Sea)
Tel.: 361068

Mrs. Elisabeth Mann Borgese
International Océan Institute
Dalhousie University
Pearson Institute
1321 Edward Street
Halifax
Nova Scotia
Canada B3H 3H5
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Our friends in the Ministry of Surface Transport in India would assist in 
making the necessary appointments as soon as dates are specified for your 
visit. Unfortunately the Ministry of Surface Transport has no decision making 
power on this issue.

With regard to the second subject the following was suggested: As you 
may well know the BMZ has established a Research Council in which all the 
directors, including the Minister and secretaries, are members. There seems 
to be a strong chance that the Council could consider an agenda item dealing 
with contributions to an existing organization. In order to be able to launch 
and/or encourage a discussion in the Council I was advised to ask you to 
submit some material, including an expanded curriculum vitae of yourself, 
explaining the activities of the Institute as well as its objectives. (Please 
bear in mind that very little is known in Germany about the Institute and your 
personality). I believe that a little show is needed which can be used to 
justify some action.

Please let me know your timing so that appointments can be made well in 
advance. Once the material is received and submitted to BMZ it might take 
some time before an enlarged meeting of the Council can be scheduled. The 
advantage of this approach (as it was explained to me) is that the BMZ may 
decide to commit itself to regular contributions which of course reduces 
paperwork and provides more stability.

I look forward to hearing from you soon.

With kind regards,

Yours sincerely,

Raine 1
Deput; ctor
Shipp vision



FACSIMILE TRANSMISSION

To: Dr. R a i n e r  V oge l  
UNCTAD, S h i p p i n g  D i v i s i o n

FAX  No: 4 / iz 7 3 s p y j

From:  
FAX  No. :

E l i s a b e t h  Mann B o r g e s e  
1 902 868  2 8 1 8

D a te : Sep tem be r  21 ,  1991

S u b j e c t :  My I n d i a  t r i p

D e a r  R a i n e r :

A t  l a s t  my t r i p  to  M a l t a ,  I n d i a ,  and  C h in a  i s  g e t t i n g  t o g e t h e r . I ’ 11 
be i n  D e l h i  a l l  o f  O c t o b e r  13 and  14. I f  you  now c o u l d  h e l p  w it h  the  
a p p o in t m e n t s  w ith  the  P r im e  M i n i s t e r  and  the  F o r e i g n  M i n i s t e r , t h a t  
w ould  be g r e a t .  I  am i n  to u ch  w ith  the  M i n i s t e r  o f  F i n a n c e , Manmohan  
S i n g h ,  and  w ith  the  A d d i t i o n a l  S e c r e t a r y  f o r  E x t e r n a l  A f f a i r s ,  
M r . S r e e n i v a s a n . B u t  a l i t t l e  n u d g i n g  c o u l d  n o t  h u r t  now.

T h i n g s  a r e  m ov in g .  A s  you  know  the  M a r s h a l l  I s l a n d s  and  the  
S e y c h e l l e s  a r e  the  l a t e s t  to  r a t i f y ,  and  s o  we a r e  now a t  49 .  We a r e  
e x p e c t i n g  6 r a t i f i c a t i o n s  i n  O c to b e r .

I  had  an e x c e l l e n t  t a l k  w ith  M i c h a e l  M a n le y  i n  Ja m a ica .  He i s  a 
f o r m i d a s b l e  a l l y !

E v e n t s  i n  Y u g o s l a v i a  b r e a k  my h e a r t .  I n s a n i t y ,  i n s a n i t y .

Much l o v e ,
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F A C S IM IL E  T R A N SM IS S IO N

To:
FAX  No:

R a i n e r  V oge l  
41 2 2 1 3 3  98 79

From :
FAX  No. :

E l i s a b e t h  Mann B o r g e s e  
1 902 868  2 8 1 8

D a te : Sep tem be r  27 ,  1991

S u b j e c t :  D e l h i  t r i p

D e a r  R a i n e r ,

Y o u r  l e t t e r  a r r i v e d  j u s t  now! We had  a p o s t a l  s t r i k e ,  f o r  a c h a n g e  -  
-  and  the  m a i l  s e r v i c e  h a s  become a l l  bu t  u s e l e s s .

I n  the  m ean t im e, I  had  m o b i l i z e d  a l s o  K r i s h a n  S a i g a l ,  and  I  am 
a t t a c h i n g  two f a x e s  I  j u s t  s e n t  a s  w e l l  a s  one f a x  r e c e i v e d  from  Dr.  
Gaur. So :  i f  the  F o r e i g n  M i n i s t e r  and  the  P r im e  M i n i s t e r  a r e  t o l d  b y  
y o u r  man t h a t  t h i s  i s  im p o r t a n t ,  t h e r e  i s  a c h a n c e  t h a t  i t  w o rk s  

o u t !

T h a n k s  f o r  e v e r y t h i n g ,  and  I ’ 11 a l s o  go  a f t e r  the  Germ ans  
im m e d ia t e ly ,  and  a l o n g  the  l i n e s  you  s u g g e s t .  I n c i d e n t a l l y ,  I  j u s t  
had  the  German T e l e v i s i o n  ( “Z w e i t e s  D e u t s c h e s  F e r n s e h e n “ ) h e r e  f o r  
s o l i d  t h r e e  d a y s .  T h e y  f i l m e d  e v e r y t h i n g  you  c o u l d  t h i n k  o f ,  and  i t  
w i l l  be a huge  programme e a r l y  n e x t  y e a r  —  and  t h a t  s h o u l d  h e l p  i n  
the  d i r e c t i o n  you  i n d i c a t e . . .

M y l o v e  to  bo th  o f  you ,

Pearson Institute, 1321 Edward Street, Halifax, Nova Scotia, Canada, B3H 3H5
Telephone: (902) 494-2034, Telex: 019 21 863 DALUNIVLIB, Fax: 902 494 1 216
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I PRIORITY:

I Serial numberI

( UNCTAD

1 R eg istry hie No. : V

TDO 500 UNIV/INSÎ

TYPE IN CAPITALS AND DOUBLE SPACE
ADDRESS Fax: (001-902) 339-1216

Ms Elisabeth Mann Borgese 
A  -4 A  O  O  O  Dalhousie University
U X U ^ Q O  ETATPRIORITE Pearson Institute 

. ___________ 1321 Edward Street
TEXT: HALIFAX, Nova SCOtia 
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Palais ;'3-; ; • j n s 

Sec,$ f '  OCT - 2  1 1 :42

Routing cde :

GENEVA (UNCTAD)

By facsimile 
page 1 of 1

WFXousi

;Dear Elisabeth,

I refer to your communication of 27 September 1991 and I have noted all 
| information.

In the meantime I have been informed that the Prime Minister's Office 
lis already aware of your visit, Everything seems to be prepared. However, 
jsome concern was raised that the Prime Minister may wish to travel outside 
India in connection with a Commonwealth meeting in Africa. Nothing has been 
idecided yet. The date for your meeting with the PM will most probably be 
'Sunday 13th, This information coincides with what you know already. All my 
(contacts expressed an optimistic view without any sign of reluctance.
i

I hope that ail your meetings will yield success.

By the way, I have received the invitation for Mauritius to substitute 
’Awni's lecture, which is acceptable to me as I have to travel to the par 
•Bast to attend an ESCAP meeting.

Warm regards,

Yours sincerely,

Rainer Vogel 
Deputy Director 

Shipping Division

UNCTAD FAX 41 22 733 65 42

N O T . - Numbering of îiie vviiolè set in UNCTAD Registry.
-After working hours, ensure delivery to TÉLÉCOM.

MUNICATIONS CENTRE, Room 046, tobe 127.
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14 November 1991

Mr. Awni Behnam 
UNCTAD 
Palais des Nations 
1211 Geneva 10 
Switzerland

Dear Awni:

For the second time, we are organizing a training programme, on EEZ 
management, in China: This time in Xiamen, in southern China: a beautiful 
place, with a climate like northern California, and lots of things to see and to 
study for our participants: aquaculture projects; a container port; a tourism 
school. And the Oceanographic Institution in Xiamen is extremely well 
equipped, with a good library, etc. Also, the lodgings in the International 
Exchange Centre, are excellent. ?

The programme has a number of new features, such as the weekly round
tables, to which the whole Chinese faculty is invited; many case studies; and 
a special programme, at the end, on data management. SOA is also sending 
a research ship for a cruise for the participants.

We also have suggested a change with regard to our guest lecturers. It is a 
long, long trip to China for most of us, and to go just for one day is not 
rewarding. So we have cut the number of guest lecturers, and we are offering 
to each one of the few (listed on p. 12 of the syllabus) to stay for one whole 
week. It is better for your interaction with the participants; it is more leisurely 
for you, and I am quite sure you will enjoy it.

To enable you to make plans for such a long sojourn in China, we are sending
the syllabus out already now —giving you long enough lead time to plan. But
we would be most grateful if you could let us know as soon as possible
whether, in principle, you think you can accept. Because, if you could not, we 
would like to give somebody else long enough lead time!

Pearson Institute, 1321 Edward Street, Halifax, Nova Scotia, Canada, B3H 3H5
Telephone: (902) 494-2034, Telex: 019 21 863 DALUNIVUB, Fax: 902 494 1 216



Dalhcusie University International Ocean
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We would like you to be there during the week from November 15-21.

We would, of course, send you a prepaid ticket, take care of all your expenses 
while in Xiamen including a modest petty cash allowance.

I hope to hear from you as soon as possible. With all good wishes,

Yours

Elisabeth Mann Borgese

Pearson Institute, 1321 Edward Street, Halifax, Nova Scotia, Canada, B3H 3H5
Telephone: (902) 494-2034, Telex: 019 21 863 DALUNIVLIB, Fax: 902 494 1 216
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1 January 1992

Mr. Awni Behnam 
UNCTAD 
Palais des Nations 
1211 Geneva 10 
Switzerland

Dear Awni:

Happy New Year! Let us hope it will be that. Let us hope that even in your 
country things will get a little better. I so often think of you and of your 
people, and that genocidal, totally senseless and horrible war, debasing for all 
of us in the North...

I was happy to hear from you, and to have your approval and acceptance of 
the Xiamen training programme. Yes, I think it will be a very special one, 
from which we will learn for other courses. Everybody whom I invited (you 
find the names in the syllabus) accepted, with a great deal of enthusiasm. 
Even my friend Orio Giarini who is very very hard to get! He will try to bring 
us new approaches to economics --neither centrally planned nor "market" (I 
can’t bear hearing that word any more!) but in line with "sustainable 
development. Have you seen his book Limits to Certainty? I think it is a very 
important book.

So we start again...

Much love to you and your family,

Yours as ever,

f

Pearson Institute, 1321 Edward Street, Halifax, Nova Scotia, Canada, B3H 3H5
Telephone: (902) 494-2034, Telex: 019 21 863 DALUNIVLIB, Fax: 902 494 1 216
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NOTIFICATION

United Nations Conference on Trade and Development,
Eighth session, Cartagena de Indias, Colombia,

8-25 February 1992

The Secretary-General of UNCTAD has the honour to refer to General Assembly 
resolution 45/261 of 3 May 1991 in which the Assembly, welcoming with deep 
appreciation the offer made by the Government of Colombia, decided to convene the 
eighth session of the United Nations Conference on Trade and Development at 
Cartagena de Indias, Colombia, from 8 to 25 February 1992. The Conference will be 
preceded by a Meeting of Senior Officials on 6 and 7 February. The eighth session 
of the United Nations Conference on Trade and Development will open at the 
Convention Centre, Cartagena de Indias, on Saturday, 8 February 1992, at a time to 
be announced.

A copy of the provisional agenda for the eighth session of the Conference, as 
approved by the Trade and Development Board at its 780th plenary meeting on 
12 October 1990, is attached.

A separate communication will be sent to the Governments of States members of 
UNCTAD concerning the establishment of a list of speakers for the general debate.

In approving the substantive item of the provisional agenda for the 
Conference, the Trade and Development Board noted the related understanding 
reached in informal consultations that, in addition to plenary, there would be
only one sessional committee and that there would not be more than three 
simultaneous official meetings.

The attention of Governments of States members of UNCTAD is drawn to rule 13 
of the rules of procedure of the Conference (TD/63/Rev.2) which provides that 
credentials of their representatives are to be issued either by the Head of State 
or Government or by the Minister for Foreign Affairs of the country concerned and 
that these credentials, together with the names of alternate representatives and 
advisers, should be communicated to the Secretary-General of the Conference, if
possible not less than one week before the date fixed for the opening of the
session. The Secretary-General of UNCTAD would appreciate it if the credentials 
of the representatives and the names of alternate representatives and advisers of 
Governments could be communicated to him, if possible by 31 January 1992.

The specialized agencies, the International Atomic Energy Agency, and the 
intergovernmental bodies designated under rule 76 of the rules of procedure of the 
Trade and Development Board and under rule 80 of the rules of procedure of the 
Conference, should they wish to participate in the deliberations of the 
Conference, are requested to inform the Secretary-General of UNCTAD, by
31 January 1992, of the names of their representatives.

TDO 233
eighth session
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The non-governmental organizations included in the list referred to in the 

Arrangements for the participation of non-governmental organizations in the 
activities of UNCTAD, as set out in Board decision 43 (VII) (see TD/B/16/Rev.4, 
annex III), should they wish to designate observers to attend the public meetings 
of the Conference under rule 81 of its rules of procedure, are requested to 
inform the Secretary-General of UNCTAD, by 31 January 1992, of the names of their 
representatives.

With regard to the Meeting of Senior Officials on 6-7 February 1992, a 
separate communication regarding the pre-Conference meeting will be sent to all 
States members of UNCTAD.

A list of the current membership of UNCTAD is attached.

‘ l i s t L

K.K.S. Dadzie
Secretary-General of UNCTAD 

2 January 1992
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TD/B/INF.181 
30 November 1990

Original: ENGLISH

TRADE AND DEVELOPMENT BOARD

PROVISIONAL AGENDA FOR THE EIGHTH SESSION OF THE 
UNITED NATIONS CONFERENCE ON TRADE AND DEVELOPMENT

1. At its 780th plenary meeting on 12 October 1990, the Trade and 
Development Board approved the text of the substantive item on the agenda for 
the eighth session of the Conference (TD/B/L.911) and, at its 781st plenary 
meeting, authorized the Secretary-General of UNCTAD to complete the 
provisional agenda with the customary procedural and administrative items.

2. The provisional agenda, appropriately completed, was circulated at the 
Consultations of the Secretary-General of UNCTAD on 27 November 1990, and is 
annexed hereto.

GE.90-53041
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Annex

Annex

PROVISIONAL AGENDA FOR THE EIGHTH SESSION OF THE 
UNITED NATIONS CONFERENCE ON TRADE AND DEVELOPMENT

1. Opening of the Conference

2. Election of the President

3. Establishment of sessional bodies

4. Election of Vice-Presidents and Rapporteur

5. Credentials of representatives to the Conference:

(a) Appointment of the Credentials Committee
(b) Report of the Credentials Committee

6. Adoption of the agenda

7. General debate

8. Strengthening national and international action and multilateral 
co-operation for a healthy, secure and equitable world economy.

Evaluation of challenges and potentials presented by long-term 
structural changes for sustainable development and expansion of 
international trade in an interdependent world economy.
Promoting economic growth, technological capabilities and 
accelerated development in the developing countries: adoption of 
sound national and international policies and measures, good 
management and structural reforms in both developed and 
developing countries to achieve the effective and efficient 
allocation, use and mobilisation of human and economic resources 
and a more favourable international economic environment.
Towards this end, issues in the following interrelated areas 
would be addressed: Resources for Development; International 
Trade; Technology; Services; Commodities.

9. Other business

10. Adoption of the report of the Conference to the General Assembly.
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UNITED NATIONS CONFERENCE ON TRADE AND DEVELOPMENT

Afghanistan
Albania
Algeria
Angola
Antigua and Barbuda
Argentina
Australia
Austria
Bahamas
Bahrain
Bangladesh
Barbados
Belarus
Belgium
Belize
Benin
Bhutan
Bolivia
Botswana
Brazil
Brunei Darussalam
Bulgaria
Burkina Faso
Burundi
Cambodia
Cameroon
Canada
Cape Verde
Central African Republic
Chad
Chile
China
Colombia
Comoros
Congo
Costa Rica 
Cote d'Ivoire 
Cuba 
Cyprus
Czechoslovakia 
Democratic People's 

Republic of Korea 
Denmark 
Djibouti 
Dominica
Dominican Republic
Ecuador
Egypt
El Salvador 
Equatorial Guinea

Estonia
Ethiopia
Fiji
Finland
France
Gabon
Gambia
Germany
Ghana
Greece
Grenada
Guatemala
Guinea
Guinea-Bissau 
Guyana 
Haiti 
Holy See 
Honduras 
Hungary 
Iceland 
India 
Indonesia 
Iran (Islamic 
Republic of)

Iraq
Ireland
Israel
Italy
Jamaica
Japan
Jordan
Kenya
Kuwait
Lao People's

Democratic Republic 
Latvia 
Lebanon 
Lesotho 
Liberia
Libyan Arab Jamahiriya
Liechtenstein
Lithuania
Luxembourg
Madagascar
Malawi
Malaysia
Maldives
Mali
Malta
Marshall Islands

/
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Mauritania
Mauritius
Mexico
Micronesia (Federated 

States of)
Monaco
Mongolia
Morocco
Mozambique
Myanmar
Namibia
Nepal
Netherlands
New Zealand
Nicaragua
Niger
Nigeria
Norway
Oman
Pakistan
Panama
Papua New Guinea
Paraguay
Peru
Philippines
Poland
Portugal
Qatar
Republic of Korea 
Romania
Russian Federation 
Rwanda
Saint Kitts and Nevis 
Saint Lucia
Saint Vincent and the Grenadines 
Samoa
San Marino
Sao Tome and Principe

Saudi Arabia
Senegal
Seychelles
Sierra Leone
Singapore
Solomon Islands
Somalia
South Africa
Spain
Sri Lanka
Sudan
Suriname
Swaziland
Sweden
Switzerland
Syrian Arab Republic
Thailand
Togo
Tonga
Trinidad and Tobago
Tunisia
Turkey
Uganda
Ukraine
United Arab Emirates 
United Kingdom of Great Britain 

and Northern Ireland 
United Republic of Tanzania 
United States of America 
Uruguay 
Vanuatu 
Venezuela 
Viet Nam 
Yemen
Yugoslavia
Zaire
Zambia
Zimbabwe (171)
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Pacem ln Marlbus

International
Ocean
Institute

P.O. Box 524 
VALLETA, MALTA

Telephone: 236596 
Telefax: 247594 

Cables: INTEROCEAN 
Telex: 1946 OCEANS MW

Dr. Rainer Vogel 
Shipping Division 
UNCTAD
Palais des Nations 
1211 Geneva 10 
Switzerland

Dearest Rainer and Elke,

Thanks very much for your lovely card from Jerusalem. What a place to have a vacation!

I agree with you that this is a problem without the possibility of a solution, for the time 
being. Just as there is no solution for Northern Ireland. There are problems without 
solutions --and we just have to live with them, trying to keep them under control as much 
as possible.

There are so many things to talk about, and I do hope we will get together before too long. 
Unfortunately, Geneva is not on my immediate itinerary.

The end of this month I am going to New York, for the Secretary-General’s consultations 
on the Law of the Sea. The situation there, I think, is improving. Fleischhauer is so much 
better than Nandan was; we have now 54 ratifications, and everybody knows that they will 
be 60 this year, and that the Convention will come into force next year.; The new 
Administration in the U.S. certainly will be less hostile, and the Law of the Seas is really 
needed for the UNCED process. So there is a lot that can be done this year!

From New York I have to go to Africa: Kampala, for the AALCC, and Addis Ababa, for the 
ECA (you know that our Layachi Yaker has been appointed head of the ECA --w hich is 
great for us). I shall be back here by the middle of February.

We are tremendously busy with the implementation of our G.E.F. project (new operational 
centres in India, Fiji, Colombia, and Senegal; new training programmes; new everything! 
closer and more formal cooperation in training activities between DOALOS and ourselves, 
IOC and ourselves; and, we hope, also between you and ourselves!).

All the very very best to both of you and lots of love,
Yours as ever,
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FACSIMILE

3 March 1993

International Ocean Institute
Dalhousie University
1321 Edward Street
Halifax
No\a Scotia
Canada
B3H 3H5

Dear Elisabeth,

I regret very mucli not being able to reply immediately to your fax of 20 
February. 1 have, however, been trying very hard to solve the resource problem for 
UNCTAD to obtain the Proceedings of Rotterdam. Unfortunately the current 
situation with the uncertainty of the restructuring is not very helpful and UNCTAD 
is not in a position at the moment to acquire the Proceedings. However, at my 
request, Mr Vogel is looking into the possibility of acquiring the Proceedings in the 
Technical Cooperation area for countries for which the projects exist. But this has to 
be some time in the near future.

We are hopeful that the future is brighter for UNCTAD as a result of the
vui i cm caci u>c uh m e te su  u c iu n u g  ui uie ecuiiunuc anu  social system s ui me 
and we are expecting some major changes in this area so all fingers are crossed.

I look forward to seeing you during the year.

Fax Number: (1) 902 868 2455

Attn: Elisabeth Mann Borgese

Subject: Proceedings, Pacem in Maribus XVIII, Rotterdam

With my very best wishes.



Dalhousie University

FAXE©
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International Ocean
Institute

I.O.I. - Malta

To: Mr. Awni Behnam
FAX No: 41 22 907 0042

From: Elisabeth Mann Borgese
FAX No.: 1 902 868 2455

Date: February 20, 1993

Subject: Proceedings, Pacem in Maribus XVIII, Rotterdam

Dear Awni,

quite a while ago I sent you a fax, asking whether UNCTAD would not 
like to buy some copies of the excellent proceedings of Rotterdam. That 
little book is extremely useful as a text for training programmes, etc., and 
we can offer it at 50 percent discount.

Could you let me know very quickly? At Pergamon Press they are 
anxious to know.

I hope this note finds you well and I am looking forward to seeing you 
here in Halifax during the summer programme!

All the very best and much love,

j h

1321 Edward Street, Halifax, Nova Scotia, Canada B3H 3H5
Telephone: (902 )494-1737 , Fax: (902 )494-2034, Telex: 019  21863  DALUNIV
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FOREIGN TRADE: A

Economic development is vital 
to progress. It is the key to achiev
ing a better quality of life for the 
majority of the world’s population. 
And foreign trade is a means to this 
end.

Since developing countries 
depend on carriage by sea for over 
90% of their foreign trade, effi
ciency throughout the chain of 
maritime transport is crucial to their 
economic development.

Ensuring reliable and efficient 
transport operations depends not 
only on good infrastructure and 
equipment, but also on the abilities 
and knowledge of the people work
ing in the industry. Optimum levels 
of competence and experience are 
ensured, above all, by careful hu
man resource development.



KEY TO  PROGRESS

People are the wealth of 
nations; they are the determining 
factor in the development process. 
Hence, individuals must be trained 
to face the challenges in an ever- 
changing world.

The United Nations Confer
ence on Trade and Development 
(UNCTAD) recognizes the import
ance of human resources develop
ment and is in a unique position to 
assist developing countries realize 
the potential of people for improv
ing international transport. 
UNCTAD accomplishes this 
through its TRAINMAR pro
gramme.



HOW DOES TRAINMAR DO IT?

TRAINMAR is a network of 
maritime management training in
stitutes. It develops and strength
ens such institutes in developing 
countries through international co
operation.

Developing countries have 
many urgent training needs. 
TRAINMAR’s first accomplishment 
is that these needs can be identi
fied and handled locally. But rather 
than each country tackling its own 
problems, TRAINMAR’s member 
institutes divide the work and share 
their resources and expertise. By 
working closely together and with 
the assistance of UNCTAD, insti
tutes are able to use the systematic 
TRAINMAR methodology to de
velop courses on diverse subjects 
that satisfy their own training

needs. These can then be adapted 
to local circumstances and/or trans
lated. Pooling know-how greatly ex
pands the range of courses avail
able.

Apart from ensuring that key 
training needs are identified and 
suitable courses are developed, 
TRAINMAR also ensures that local 
managers can perform well as in
structors by imparting to them the 
necessary teaching skills.

Finally, TRAINMAR comple
ments the technical capacity of its 
member institutes by training the 
people who manage them. Only 
well-run training institutes will sat
isfy local training needs and con
tribute effectively to developing hu
man resources in the maritime 
sector.

TRAINMAR’s global network 
comprises a united front of training 
institutes in over 50 developing and 
industrialized countries. To render 
co-operation practical, members 
are grouped on a linguistic and re
gional basis into geographical net
works. Each local network is man
aged by its members, while the 
Central Support Team (CST) of 
UNCTAD based in Geneva, Swit
zerland, provides technical, peda
gogical, and coordinating support to 
the interregional network. UNCTAD 
maintains close links with the 
United Nations Development Pro
gramme (UNDP), other inter
national organizations and donors 
in the development of the 
TRAINMAR Programme.



LOOKING TO  THE 
FUTURE

After 10 years of dynamic 
growth, the TRAINMAR programme 
is now consolidating its position to 
face the challenges of the future.

In particular, emphasis is be
ing placed firmly on implementing 
human resource development poli
cies for effective management of 
the maritime sector in developing 
countries. TRAINMAR is encourag
ing its member institutes to collabo
rate with universities in formulating 
curricula tailored to the industry, as 
well as enabling industry people to 
study towards a degree.

Above all TRAINMAR will con
tinue to ensure that the right people 
receive the right training.



INFORMATION ON 
TRAINMAR

TRAINMAR was initiated by 
UNCTAD in close cooperation with 
the United Nations Development 
Programme (UNDP). For more in
formation on the TRAINMAR pro
gramme and the international net
work of training institutes, please 
contact:
The TRAINMAR Co-ordinator 
United Nations Conference on 
Trade and Development 
Palais des Nations 
1211 Geneva 10 
Switzerland
Telephone: (+41) 22 734 60 11 
Telex: 41 29 62 UNO CH 
Fax: (+41)22 733 65 42

T R A IN M A R

U N IT E D  N A T IO N S  C O N F E R E N C E  
ON T R A D E  A N D  D EV E L O P M E N T
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CONFÉRENCE DES NATIONS UNIES SUR 
LE COMMERCE ET LE DÉVELOPPEMENT

UNITED NATIONS CONFERENCE 
ON TRADE AND DEVELOPMENT

Télégrammes : UNATIONS, G EN ÈVE 
Télex : 41 29 62 UNO CH 
Téléfax : + 41 22 907 0050 
Téléphone : + 41 22 907 2044 
E-mail: transport.section @ unctad.org

Palais Des Nations 
CH-1211 Genève 10

22 February 1999

bear Professor Mann Borgese,

I am pleased to attach your personal copy of the Review o f Maritime Transport, 
1998, which is the thirtieth anniversary issue of our annual publication.

In order to benefit from a better understanding of our readers' requirements, 
we would be most grateful if you could complete the attached Readership Survey and 
return it to us by mail or fax (+ 41 22 907 0050) at your earliest convenience.

We look forward to receiving your comments.

Yours sincerely,

Peter Faust
Chief, Transport Section

bivision for Services Infrastructure for bevelopment 
and Trade Efficiency

Professor Elizabeth Mann Borgese 
Founder and Honorary Chair 
International Ocean Institute 
balhousie University 
1226 LeMarchant Street 
Halifax, Nova Scotia, B3H 3P7 
Canada



READERSHIP SURVEY 
UNCTAD

Review of Maritime Transport, 1998
Transport Section, SITE, UNCTAD, Palais des Nations, 

CH - 1211 GENEVA 10 
Fax: + 41 22 907 0050 

email: transport.section@unctad.org

1. Name and address of respondent

_____ International Ocean Institute_____________________
_____ Dalhousie University 1226 LeMarchant Street________
_____ Halifax, Nova Scotia, B3H 3P7 Canada______________

Fax: 1 902 494 2034

2. Which of the following best describes your area of work?

Government □ Public enterprise □
Private enterprise □ Academic or research □
International organization □ Media □
Non-profit organization 7* Other (please specify)

3. What is your assessment of the contents of this publication?

Excellent □ Adequate □
Very good EÎ Poor □
Good □

How would you grade the presentation?

Excellent □ Adequate □
Very good JBL Poor □
Good □

How relevant is this publication to your work?

Very relevant * Of some use □
Frequently-used reference □ Irrelevant □
book
Useful □

6. Would you be interested in purchasing the Review on CDRom? Yes □ No

7. Other comments----------------------------------------------------------------------------------------

mailto:transport.section@unctad.org


CONFÉRENCE DES NATIONS UNIES SUR 
LE COMMERCE ET LE DÉVELOPPEMENT

Télégrammes : UNATIONS, G EN ÈV E  
Télex : 41 29 62 UNO CH 
Téléfax:+ 41 22 907 0050 
Téléphone : + 41 22 907 2044 
Email: transport.section@unctad.org

Ref N°:
(à rappeler dans la réponse.)

UNITED NATIONS CONFERENCE 
ON TRADE AND DEVELOPMENT

R E C E I V E D  J AN 1 3 TON)
Palais des Nations 

CH-1211 Genève 10

21 December 1999

Dear Professor Mann Borgese,

Review o f  M aritime Transport, 1999

I am pleased to attach hereto your personal copy of the Review o f  M aritime Transport, 1999 which was 
published recently.

As an expression of support for our publication and in order for the UNCTAD secretariat to benefit from 
a better understanding of readers' requirements, we would be most grateful if you could complete the attached 
Readership Survey and return it to us by mail or fax (+41 22 907 0050) at your earliest convenience.

I would like to wish you a happy and prosperous New Year 2000.

Yours sincerely

Peter Faust,
Chief, Transport Section,

Division for Services Infrastructure for Development 
and Trade Efficiency

Professor Elizabeth Mann Borgese 
Founder and Honorary Chair 
International Ocean Institute 
Dalhousie University 
1226 LeMarchant Street 
Halifax, Nova Scotia, B3H 3P7, Canada

mailto:transport.section@unctad.org


UNCTAD READERSHIP SURVEY
Review of Maritime Transport, 1999

Transport Section, SITE, UNCTAD, Palais des Nations, 
CH - 121 I GENEVA 10 
Fax: +  4 1 22 907 0050

I Name and address of respondent
International Ocean Institute_____________
Dalhousie University___________________
1226 LeMarchant Street________________

Halifax, Nova Scotia, B3H 3P7 Canada 
Fax: I 902 494 2034

2 Which of the following best describes your area of work?

Government □ Public enterprise □
Private enterprise □ Academic or research □
International organization □ Media □
Non-profit organization □ Other (please specify)

3 What is your assessment of the contents of this publication?

Excellent □ Adequate □
Very good □ Poor □
Good □

4 How would you grade the presentation?

Excellent □ Adequate □
Very good □ Poor □
Good □

5 How relevant is this publication to your work?

Very relevant □ Of some use □
Frequently-used reference book □ Irrelevant □
Useful □

6 Other comments


